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JBOXES 


for Freight 
Express and 
Parcel Post Service 


H & D CORRUGATED BOXES 


are made in many styles and for innumerable packing 
purposes, yet every box is specially designed according 
to the service by which it is to be shipped and the com: 
modity it is to carry. 


YOU RUN NO RISK 


If our boxes won’t carry your goods better than wooden 
cases, we'll tell you so. We don’t want to pack your 


product unless we can pack itright. Send 99 
sample of your goods. If we can’t beat your old 
box, we'll pay expressage both ways. cK 


THE HINDE & DAUCH PAPER Co, |“10W TO PA 


SANDUSKY, O. ‘Is Our FREE Packing Manual 


d for It 
Canadian Trade Address Toronto, Ont. Just Send for 








THE TRAFFIC WORLD 


DIGEST OF DECISIONS 
Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 










Mr. R. G. Kreitler, Traffic Manager of Goodyear Tire & Rubber Company, Akron, Ohio, writes: ‘‘From the examination that | 
have been able to make, up to this time, of this work, it is, in my opinion, valuable to the traffic man." 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 











Complete Reference Work | 


PUBLIC UTILITY LAWS | 
STATE and INTERSTATE 





The foundation for the study of all questions bearing on rates, and other features of regulation | 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti.» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted | 
An Indispensable 





Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain andin | 
a few weeks copies can no longer be obtained. This | 





represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court | 
Decisions, the Interstate Commerce Laws and the Laws | 
of the Various States regulating carriers and relations 
with shippers. | 
This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing | 
complaints with the Interstate Commerce Commission. | 


One of the remaining volumes, cloth bound, can be | 
obtained for $7.50, delivered. Act quickly, as this op- | 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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A Bureau of Packing Standards 


HAT the Government “Bureau of Stand. 
ard Weights and Measures” is to com: 
merce, our free Service Bureau is to 

modern shippers who use cartons. 


Shipping cartons are the only shipping cases 
for which makers have established standards. 
But it was soon seen that standardizing boxes 
does not yet reach the goal of packing 
efficiency. 


No container is really a shipping case until it 
has been properly sealed. 


For cartons no sealing is so practical, so effi- 


cient, so economical, as the “National Way.” 


This needs really no further proof. It is 


proved by the largest shippers in this country. 


The Free Service Bureau 


of the National Binding Machine Co. will be 
glad to confer with anyone interested in 
packing and shipping efficiency. 


National Binding Machine Co. 


PIONEERS OF THE GUMMED TAPE SEALING SYSTEM 


127-129 White Street 


Chicago 


ABITA SPRINGS 


New York 


COVINGTON 


yEW ORLEANS GREAT NORTHERN 


“OZONE ROUTE” 


Toronto 


ne 
MANDEVILLE | 


R. R. 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THE 


NORTH, EAST, SOUTH ax WEST anv FOREIGN 
PORTS via NEW ORLEANS, “GATEWAY 70, THE 


MODERN EQUIPMENT, 


SAFETY AND COMFORT, 


EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORTS 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. MCMAHON, Gen. Frt. and Pass. Agt. 


G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 


905 WHITNEY CENTRAL BLDG., New Orleans, La. 
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Is Car Door Integrity Worth While? 


ee of the Chicago Board of Trade show from 14 to 28% of leaky 

grain laden cars reaching Chicago are due to low door efficiency, and 
records of the Minnesota State Weighing department for 1911-12 show more 
than 20% of grain leakage due to same cause, with percentages steadily 
increasing. 
















Grain and Hay lost or damaged by moisture in transit represent but a small 
per cent of the thousand and one indictments against existing car door condi- 
tions, to which must be added damage and loss of merchandise by moisture 
} and pilfering---abnormal maintenance costs---enforced idleness of cars for door 
troubles, which contribute materially to car shortages---sums paid annually for 
personal injury through loose or swinging doors raking passenger trains and 
the thousand other causes of unnecessary loss of revenue directly due to low 
door efficiency, freedom from which the Rumsey Method is an absolute guar- 
antee, needing only your co-operation. 


IS IT WORTH WHILE? 
sams Car Door \ Equipment Company 


FISHER BUILDING CHICAGO, ILLINOIS 
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Wells Fargo & Company Express, 8S. A. has ie 
extended its service to the Republic of El Salvador, 
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Central America, and will accept shipments for speedy Six | 
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Shipments will move by steamer from New York 
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EFFICIENT SERVICE OF FREIGHT CARS. 


he Toledo, St. Louis & Western Railroad Com 
ny has made an excellent showing in the matter 
efficiency of freight car service, as shown by a 
itement compiled by B. C. Stevenson, vice-presi- 
nt, and covering the first five months of the pres- 
t year—that is, January to May inclusive. These 
ures are made up from the reports of the Ameri- 
Railway Association, and include the roads in 
group to the T., St. L. & W. belong. 


omparison of the figures given will show to what 


which 


high degree of efficiency freight car service may 
brought when attention is given to the matter, 
hough it is possible that there are certain cir- 
mstances which materially assisted in securing 
is desirable result. In any case, an average of 40.4 
‘les per day as an average for five months is a most 
ellent record, and one which is well worth striv- 
for, as is also the corresponding record of 75.3 
r cent of.loaded mileage. ~These two items go to- 
ther, and taken in their present relation are ex- 
mely significant. 
More than a year ago the Traffic World endeav- 
ed to show, and many others have followed along 
same lines, what benefit might be secured by 
reasing the mileage per day above the present 
erage, which seldom exceeds 25 miles. Attention 
s also been called to the fact that this of itself is 
an absolute standard of efficient service, but 
en this high movement per day is coupled with 
high per cent of loaded mileage it surely means 
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something. It may not be possible for all roads un- 
der the conditions which surround them to attain 
the record shown by these figures as having been 
reached by the T., St. L. & W., but in any case the 
end is worth striving for. 


TWO PIONEERS. 
Under the heading, “Why Is an Express Com- 


pany?’ one such company has issued a circular 
which, among other features, expresses a thought 
which is perhaps worth more attention than gener- 
ally is given to it and which is applicable in many 
ways to the railways as well. ‘This is the state- 
ment: 

“The express, with its thousands of offices and 
employes on many railroads; with its wagons and 
automobiles for gathering and delivering shipments 
of any size and any value; with its automatic in- 
surance and the absolute security of its receipt; 
with its order and financial department, 
which has been the fiscal agent of the pioneer long 
before the advent of bank or post office; with its 


order and commission department for the purchase 


money 


and sale of anything not contraband, for creating 
markets and executing all legitimate commissions, 
is a valuable, convenient and economic institution 
under the operations and charges of which its most 
consistent users have grown and prospered.” 

The point in mind is in the words: “Which has 
been the fiscal agent of the pioneer long before the 
advent of bank or post office.” The express com- 
pany, by pony rider, stage or railway, has been in 
this country at least the very epitome of pioneer- 
The railroad has come in as a fairly good sec- 
Both 

their 


ship. 
railroad 
but 


and per- 


little 


ond. express company 


formed services when there was 


service to perform, but when that little was mighty 
important in the upbuilding of a new country. It 
was undertaken in many instances with the cer- 
tainty that the immediate pecuniary returns would 
fall far short of the necessary expenses of opera- 


ion. They were, in fact, negligible. The returns 
must necessarily come in the future if they come 
at all this side of the millenium. Without arguing 
the question whether the debt of posterity to these 
pioneers has or has not been properly liquidated, 
it is worth while to think about the matter once in 
that 


charges and railway rates are too remunerative 


a while when it is so easy to say express 
in relation to the amount of capital invested and 
the value of the service performed. It is a whole lot 
better to recognize any merit that may exist while 
such recognition counts for something than to wait 
until we may find it easy to obey the admonition to 


say nothing but good of the dead. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and {the Good Work 
They Have Done 


CURRENT TOPICS IN WASHINGTON 






From any point of view the d 





termination of Commissioner Prou 





to retire from the Commission to ta 





charge, as an appointee of the bo 











of which he is now a member, of t 





JAMES WEBSTER. 


James Webster, assistant freight traffic manager New 


physical valuation work, is the larg 






bit of information that has come 





York Central Lines, began his railway career in Canada. in the transportation world for mai 





After a short term of service with Canadian railways as a day. It is interesting from 





only any but from every point 





telegraph operator and stenographer, he came to the 
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which a man cares to take his star 












As Commissioner he has been forced to give much 





tention and thought to the question how much weig 





the cost of a road should be given in the determinati 





























































of the reasonableness of rates. His concurring opini ; 
in the tap line decision is indication enough that 
gives due weight to the question of the development ul 
the country which underlies any and every query as 
whether too much capitalization has been issued on 
given property. That opinion is indication enough 
anybody interested to be satisfied that he knows h 
important it is to an undeveloped part of the count _ 
to make liberal provision for promotion expenses; that “ 
he knows that engineers and capitalists will not go int the 
an undeveloped country and do the pioneer work withot . 
hope of a large reward. In the same way with regard | 
to consolidations. In many of them the public has ar ae 
idea the stock-watering pump was used to an outrageous rhe 
degree. Mr. Prouty’s course undoubtedly will satis! os 
those interested in that phase of the subject that 
will not pursue a narrow course in dealing with the ort 
promotion profits, especially in view of the fact that, 
even if there were outrageous profits, the stock re] 
senting them has passed into the hands of those wl | 
took them in good faith for an easily ascertained pri 
Yet the vigor of his remarks on the financiering of the 
New Haven gives assurance that he will not mince words Vom! 
in dealing with such a situation when it is brought for 
ward during the course of the years of work that mu oe 
be done before the physical valuation can be anythi! cone 
other than the skeleton of a hope. Mere 
JAMES WEBSTER, satis if 
Assistant Freight Traffic Manager New York Central Lines. It is the political phase, however, that will proba expre 
New York, Chicago & St. Louis Railroad (Nickel Plate) cause the most comment. Under the law the Democ! : Fe d 
when it was opened for business, in October, 1882, as rate are entitled to name four of the seven members, } . 
clerk in the general freight office, at Cleveland, O. In statute limiting the number of members of any ont 
1890 he became chief elerk, and was successively com- litical party to that number. Under the operation of 3 
mercial agent at Chicago (1898), assistant general freight law of politics, Mr. Prout) could hardly expect ré : 
agent at Cleveland (1902), and general freight agent pointment at the hands of President Wilson, becau ; 
(1904), which position he held until Jan. 1, 1910, when able Democrats will be asking for ina 7 a : 
he accepted his present position as assistant freight traffic the boom to have former Governor Glenn of North ( 
manager of the New York Central Lines, West, at Chicago. man Gt ie Renee Cf Come Cee * ae A 
Mr. Webster’s connection brings him frequently before demand. Mr. Prouty’s resignation gives President W1! 
the Interstate Commerce Commission in matters in which = filling of — places early in pas wore. —— pilé 
the New York Central Lines are concerned, and he has Clements and McChord are vom the Routh one _ : We 
given important testimony in many cases ble from the West. The ordinary rule of politics the 7 
distribute offices with some regard to geography w = 
: indicate the vacancy to be filled by a man from . 
PHILADELPHIA TRAFFIC CLUB. North and East. Solicitor Farrell and Commissio! 
The Traffic Club of Philadelphia opened the season Decker of the New York commission, fill the bill a ” 
with an informal semi-annual dinner, held October 14, geography and nobody will deny that they are fitt a 
at Kugler’s, 1412 Chestnut street, Philadelphia. Adresses by experience for membership.. Senator Overman : 
were made by George W. Norris, director of wharves, North Carolina might not subscribe to either of ' 1 





docks and ferries, and O. M. Ellsworth, general eastern propositions. gut his reluctance on that score would 
attributed to the fact that if Mr. Glenn could be mad 








freight agent, Rock Island Lines 
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‘commissioner, Senator Overman’s way to re-election to 
would be comparatively safe. The former 
is said to have longing on a seat in 
large and as intent as he had 
place held by Judge Clements. It 


Senate 
ernor eyes of 
Senate just as upon 
ironical 
have Judge Clements, a Democrat who helped to make 
displaced by a elected by his 
and there has been a general protest aroused even 


the suggestion. 


woud be 


law, president own 


J. M. Jones, chief of the bureau of tariffs, was offi- 
designated to attend the meeting of the Southern 
Classification Committee in the early part of the week 
the end that in the event of any of the disputes 
yetween the committee and the shippers reaching the 
Commission it will have information as to the early 
stages of them from one of its own experts. Mr. Jones 
took notes even as if he were a newspaper reporter, so 
at if there is any dispute before the Commission as 


the meaning of classification language, he will be able 


inform the the idea he the 


time the 


Commission as to got at 
that made. 
the disputants used to come before the Com- 
thing and the 
Shippers used to complain that 
little or 


classification 


changes cause dissatisfaction were 


In the past 


mission, side asserting one other as- 


rting to the 


one 
s€ 


contrary. 


no consideration at the hands 
and traffic 
treatment at 


perceptible to 


they had received 


of the makers managers. if 
this meeting of 
the naked 
The objectors stated their points with calmness and, as 


a rule, 


has been any such 


the committee it was not eye. 
with clearness to men whose minds were as open 
the fact, 


than is in when 


the minds of members of Commission. In 


as 


there was much less friction evidence 


complaints reach the formal stage before the Commission. 


the order in 


unnecessary 


effective date of 
December 1 


Postponement of the 


le express rate case to makes 


any attempt at hearing of an appeal to the moribund 
Commerce Court, if the express companies finally come 
to the conclusion that they must ask for a judicial re- 


view of That court will be 


Then all cases pending 
transferred to the district courts. 
had been left at October 15, the 
express companies might have had to proceed to a hear- 
the death of the court. As the matter now 
the filing of the bill is about all that could take 
place before the death of the court. It is not conceivable 
that: the would undertake to go into the questions 


any part of the question. 
dead on the last day of the year. 
therein will have to be 


If the effective date 


ing before 


tands, 


court 


raised by such an appeal. The court remains in existence 


just long enough in the new calendar year to enable it 
to make the necessary orders transferring its business 
to the courts indicated by the statute. 


\ large dry goods packing case would not be suffi- 


cient to hold the 5 per cent increase tariffs that were 
piled in on the Commission Tuesday afternoon and 
Wednesday morning. A conservative estimate is that 
the number of tariffs that must, in theory at least, be 
examined by the suspension board, numbers from 17,000 
to 000. There have been estimates running as high 
as 0,000, but they do not seem reasonable. Estimates 


@ expense incurred by the railroads run as high as 


000. When the Commission, in the middle of the 
summer, was dealing with the question whether the ap- 
Plication for the reopening of No. 3400 would be suffi 


to bring the whole subject before the Commission 
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was 


under discussion Chairman Clark estimated the ex- 


pense of printing at about $250,000. He had in mind 
only money that will go to the printers, not the 
amount of money the railroads would have to spend to 
get ready the material for them. On the latter work 
has been going on since the middle of July. But, what- 
ever the cost, it is almost if not altogether obvious that 
it is too great, inasmuch as the sole question that will 
be discussed is whether the railroads are entitled to 
money to meet the heavier expenses that have 
been put on them by the demands ofthe public. It is 
obvious that the Commissioners will not examine even 
one per cent of the tariffs nor one-tenth of one per cent 
of the rates. There ought to be a way of getting at a 
question like that without the expenditure of so much 
money on work that be rendered absolutely worth- 
It ought to be possible to pass on the main ques- 
tion and then print the tariffs in accordance with the 
decision the proposal is a general increase, and 
then tariffs in accordance with the decision. 
A. E, H. 


the 


more 


may 


less. 


when 
print the 


FIGHT FOR INCREASE 


TRAFFIC SERVICER 
Colorado Building, 


TO 

THE NEWS BUREAU. 
Washington, D. C 
railroads in the eastern territory shortly to 
present arguments before the Interstate Commerce Com- 
mission in an attempt to secure an increase of 5 per cent 
in freight rates have appointed a legal committee and 
an accounting committee to prepare the case for sub- 
the hearings begin early in No- 


The 52 


mission at which will 
vember, 
The committees having the preparation of the case 


in charge are as follows: 


For the Baltimore & Ohio Railroad, Hugh L. Bond, 
legal; George M. Schriver, accounting. Erie, George F. 
Brownell, legal: C. P. Crawford, accounting. Pennsyl- 


vania, G. S. Patterson, legal; C. M. Bunting, accounting. 
New York Central, O. E. Butterfield, legal; W. C. Wishart, 
accounting. Delaware & Hudson, W. H. Williams, account- 
ing. 

Voluminous statistics on the operations, expenditures, 
receipts and property investment have been prepared, 
covering a ten-year period. Not only will these figures 
apply to individual roads, but the larger roads, which in 
previous hearings and decisions the Commission has used 
as representative lines, will present these statistics as 
to each system in order that the average showing of the 
system as a whole may be presented. 


REOPEN SIOUX CITY CASE. 


An order to show cause has been issued in No. 3881, 
Traffic Bureau of the Sioux City Commercial Club vs. 


Chicago & Northwestern et al., directing the respondents 
to say why their present class rates from Sioux City to 
stations in southwestern Minnesota should not be made 
the same as their present class rates from Minneapolis 
and St. Paul to substantially equidistant stations in the 
territory. The complaint is to be reopened for 
further hearing as may be directed by the Commission 


same 


REFUSES REPARATION. 
In No, 5115, Wayne R. Brown vs. Boston & Maine et 
al., the Commission has denied the supplemental petition 
for reparation. 








HEAVIER LOADING OF CARS 


Why Has the Increase in Capacity of Freight 
Cars Failed to Accomplish a Proportion- 
ate Increase in the Average Load? 


By “CO-OPERATION.” 

The average <¢arrying capacity of 
twenty-eight of the most important railroads in the United 
States, according to the table published in Railway and 
9.18 tons 


freight cars of 


Engineering Review of May 3 last, increased 


per car, or 33.46 per cent, while: the average number of 
tons of revenue freight per loaded car increased only 
3.47 tons, or 21.36 per cent, during the last decade. 
TWENTY-EIGHT IMPORTANT RAILROADS 
Average Average Ration Load 
Year Capacity Carload. Difference to Capacity 
1902 27.43 tons 16.04 tons 11.39 tons 58.47 per cent 
1912 6.61 tons 19.51 tons 17.10 tons 53.29 per cent 
increase 9.18 tons 3.47 tons 5.71 tons 37.79 per cent 


Over 62 per cent of the increased capacity has not 
been used in practice, while the cost of hauling the extra 
dead weight and the cost of maintenance have, of course, 
increased. 

The fact is, 
ing experts who study these questions, as well as railroad 
and dis- 


that everybody is complaining; engineer- 


executives, and operating officers are surprised 
appointed because big engines and big cars have appar- 
ently failed to accomplish expected ecoriomies. Shippers 
whose business has been disturbed by periodical increases 
in minimum weight requirements are disposed to complain 
because the railroads commercial conditions, 
which demand the while the railroad 
traffic managers, pressed on one side by their operating 
and executive officers to get bigger loads for the bigger 
and on hand shippers’ protest 
against further increase in the weight condi- 
tions of the tariffs, are. discouraged and almost desperate. 
this, nobody has appeared with any 
any sug- 


disregard 


small carload unit, 


meeting 
minimum 


cars, the other 


In the midst of all 
proper explanation of the peculiar situation, or 
gestion of a remedy. 

What is the reason for the loading not keeping pace 


with the increase in capacity of cars? 


Size of Carload Units Limited. 
First—It is due to the failure on the part of the rail- 


road traffic managers to the fact that com- 
mercial conditions always have and always will limit the 


recognize 


size of carload units. 
Second—To a certain 
very 


with all commodities, 
commodities, in- 
and, 


have 


extent 

with 
increased 
anxiety to 


and to a great extent many 


creased loading car means expenses, 
while the railroads have 
a saving in their operating expenses, resulting from such 
disposition to 


not even been 


per 
shown great 
they have shown no 
share gains with the shipper, and have 
willing to pay or in any way offset his increased expense. 

The demand for a small carload unit would not enter 
into the shipment of commodities as coal, grain, 
building material and other commodities which are sold 
and handled in large quantities, under conditions which 
would make the shipper indifferent as to whether they 
moved in carloads of 20 or 100 tons, assuming the cost 
of loading and unloading to be the same. 

While the increased loading means 
pense on many other commodities, such, for example, as 
barrel goods, one tier of which in the ordinary car would 


increased loading, 


such 


increased ex- 
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represent the required minimum, it is not impractica 


to load two tiers, but it cannot be done without usi 
dunnage and without extra labor cost in loading 1 
second tier, for which the carrier does not directly 


indirectly indemnify the shipper. Potatoes and other r 
vegetables cannot be loaded to full capacity of the 
without reducing the air space and increasing the char 
for damage; therefore, when a shipper has loaded 
required minimum weight, why should he not take ta 
advantage of the principle to increase the air space 
decrease the chance to decay in transit? 


Costs More to Load to Limit. 


In loading lumber in box cars, the last 2,000 or 3, 
feet necessary to completely fill the car must be wor] 
end doors or handled in a 


in through otherwise 


which involves a considerable increase in cost of lo 
ing: lumber loaded on flat cars cannot be carried aboy 


a certain height without the greater investment in sta} 


and such other security for loading as may be necess 


and if the shipper is to save nothing by giving the add 
tional time and incurring the additional cost necessa 


to such complete loading, and if he cannot comply w 
all requirements of the freight tariff without such 
convenience or loss, why should the railroads expect 

to load cars to capacity? 

The attitude of the shippers toward the big car] 
does not depend entirely upon the commodity, or the « 
of loading or unloading, but rather upon the way in w! 
it is bought and sold—whether sold by a man who 
a large quantity to sell or bought by a man who wa 
a large or a small quantity; the desire of 
merchant to get the minimum carload of flour, 
investment, interest in insurance cost 
depreciation in quality, chance 
and the same thing is true of su 


beca 
of the original 
carrying the 

falling market, etc., 


stock, 


canned goods, beans, etc., and everything in 
list of goods handled by small shippers. or 
large retailers: in fact, when you go outside of 
limited list of very large dealers, nearly every b 


wants the small quantity on which he can get the n 
mum delivered and if the railroads expect 
people to buy a large quantity and co-operate in the 
ing of cars to capacity. their freight tariffs must not 


price, 


offer indemnity for the greater cost of handling 
larger quantities, but to get complete co-operation 
part of shippers, the tariffs should offer some maté 


inducement to trade in large quantities to load car 


capacity. 
Wholesale Principles Involved. 


It would seem that any remedy must involve 
practical application of the wholesale principle to 
transportation business, and for the same reason 


the price paid for the most commodities is in the inv 
ratio to the amount the railroads sh 
within the limit of their maximum car capacity, giv« 
who makes the largest ship! 


purchased, 


lowest rate to the man 

But in offering the lowest rate to the man who 
ship 50 tons, the railroads have no right to refuss 
make a reasonable rate, which means a_ proportio! 
rate, cost of service and other things considered, to 
man who has only 20 tons to ship, and while the railr 
cannot be expected to make the carload rate for the 
who has only 10 tons, or perhaps 5 tons, to ship, t 
would not be justified in charging him the less-than 
load rate, the rate that is charged for shipment of 


or 1,000 pounds. 
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the European railways are 
ised on the wholesale principle, all rates, generally 
eaking, being graduated according to the quantity 
iipped, while the American railroads have made what 
eems to be the mistake of limiting their rates to two 
base units—the carload, which is anything more than 
000 pounds or whatever may be the prescribed mini- 
im weight, and the less-than-carload, which is anything 
nder 36,000 pounds and within the limit of the money 
1arge which would be made for the minimum carload 
siipment. There is no difference in the rate per hundred 
pounds which is charged for a shipment of 500 pounds 
and a shipment of 25,000 pounds, although it is perfectly 
»bvious that there is a very wide difference in the cost 
handling less-than-carload shipments of such widely 
varying weights, when they consist of the same com 
modity from the same shipper and the same consignee. 
We need not go back more than twenty-five years 
to find a rule making the minimum weight of carload 
shipments 20,000 pounds. Unfortunately, there are no 
available records from which we can show the average 
apacity of cars in that period, but it is the opinion of 
old railroad men that the average capacity of cars was 
less than 40,000 pounds and that the average load of 
carload freight did not exceed 15 tons. 


The freight tariffs of 


Two Units, C. L. and L, C. L., Insufficient. 


To have only the two units for rate-making purposes, 
the carload lot and the less-than-carload lot, was not 
advisable even in that period, when the carload rate was 
applied upon relatively small quantities, but under the 
present-day conditions, when the shipper is expected to 
furnish full loads for cars of 40 and 50 tons capacity and 
requested to load not less than 18 or 20 tons in order 
to get the carload rate, there is even less justification 
for thé failure of the carriers to work out some graduated 
scale of rates, according to the weight of such consign- 
ments, or in some other way make freight tariffs which 
would permit the forwarding of any shipment, however 
large or small, at a rate which would bear some con- 
sistent relation to the cost of service. 


Grain tariffs of western roads generally provide that 
the rates will apply only when cars are loaded to ca- 
pacity; in other words, the minimum weight is the marked 
capacity of the car in case of corn, wheat, etc., while 
the minimum weight for oats or other bulky grain is 
based upon cubical capacity of cars used; western roads 
are not building cars of capacity less than 80,000 pounds, 
therefore the shipper could not get the carload rate to 
Minneapolis, which is 15 cents per 100 pounds, unless 
he forwards 80,000 pounds, or is able to get a smaller 
car, but it is difficult to get cars of 60,000 or 70,000 pounds 
capacity and almost impossible to get cars of capacity 
less than 60,000 pounds; I know of a case where a farmer 
lived between two agency stations, eight miles apart, 
vhere elevators and grain buyers were located. There 
vas a sidetrack midway between these two stations 
ind within one mile of the farmer’s barn, but there was 
nO railroad agent, no elevator and no grain buyer. 

This farmer had a crop of flax, aggregating 800 

ishels, or 44,800 pounds, which he would have loaded on 
adjacent sidetrack and consigned to a commission 

m in Minneapolis had he been able to get a reasonable 
‘reight rate, but, not being able to forward a full carload 
ind not being permitted to mix flax and other kinds of 
rain at the carload rate, he was obliged to incur an 
‘dditional expense of 2 cents per bushel for hauling the 
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flax to the nearest town, and pay the local grain buyers’ 
profit of 5 cents per bushel, when the additional 7 cents 
per bushel, or half of which added to the regular carload 
rate would have justified the railroad company in carrying 
his small carload shipment directly to Minneapolis. 

It may be argued that there was no rate which the 
railroad could afford to make on the shipment of 44,800 
pounds and which would have equalized the net revenue 
arising from the 80,000-pound shipment in the same kind 
of car, but the farmer says the railroad should have 
offered an approximate rate somewhere between 15 cents, 
which is charged on the 80,000-pound shipment, and 50 
cents that is charged on a shipment consisting of a single 
bag of flax; in other words, the farmer takes the position 
that the carrier has no right to say that he must make 
the shipments in given quantities, or that the shipper of 
one quantity shall not have a rate that is relatively as low 
as is given to the shipper of another quantity, it being 
the business of the carrier to take freight in whatever 
quantities offered, and if any difference is made in the 
rates, according to quantity shipped, it must be justified 
by difference in cost of service. 


Make Charges Fit the Load. 


All these things suggest the question why American 
railroad tariffs do not better meet such tests, and why 
the present method of rate making is considered better 
than the European method, or, if not better, why the 
European method is not to a greater or less extent ob- 
served in making American railroad tariffs. The aver- 
age railroad traffic manager, when answering the com- 
plaint of his president, because of the failure to get in- 
creased loads with increased car capacity, or when he 
answers the shippers’ demands for relative rates regard- 
less of quantity shipped, is usually obliged to say that 
any tariff which would fairly meet the requirements of 
small carload slL.ppers and offer due encouragement to 
those who would load cars to capacity would be alto- 
gether too complicated, and the same traffic manager is 
also likely to say that it is difficult, if not impossible, 
to change rules and practices which have obtained for 
long periods of time and on which business has been 
organized and built up. He will further say that the 
graduation of rates on carload shipments according to 
weight loaded could not be made without loss of gross 
revenue, because the carload rates are now subject to 
minimum weights which usually represent about 50 per 
cent of the average car capacity, and any attempt to 
increase the rate on small carload shipments would meet 
the protest of shippers and the veto of state and federal 
authorities. It would be possible to encourage maximum 
loading only by offering rates considerably less than the 
present carload rates, and since the railroads are now 
able, “by hook or crook,” to get a large proportion of 
their carload shipments on a capacity loading basis, any 
attempt to graduate the rates on a consistent basis would 
certainly result in a loss of revenue. 


Nevertheless, this principle has been to some extent 
recognized in railroad freight tariffs in this country. The 
most numerous examples of such rate making are found 
in tariffs of the so-called transcontinental roads. In the 
case of canned salmon and several commodities which 
are commonly carried eastbound, these roads make two 
rates. For example, the rate on canned salmon from 


Seattle to eastern common points is 85 cents, subject to 
minimum weight of 40,000 pounds, and 70 cents, subject 
to minimum weight of 60,000 pounds. 
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Definite information as to the proportion of the ship- 
ments which move under each of these two rates is not 
obtainable, but it is generally understood that a large 
part of the total tonnage, probably 85 or 90 per cent, is 
carried at the lower rate, the higher rate being used only 
by small merchants in the East who cannot handle as 
much as 60,000 pounds of canned salmon. A similar 
differentiation of rates according to minimum weights 
has been made to some items in the westbound tariffs 
of the transcontinental roads with result that nearly all 
of the tonnage moves under the lower rate, subject to 
the higher weight, thus proving that shippers can and 
will accommodate themselves to increased minimum 
weight requirements if there is any incidental saving in 
the rate. 
The Large Box Car. 

The railroads are disposed to complain because they 
are obliged to build large box cars for the transportation 
of furniture, vehicles and other light and bulky freight. 
They say these cars, which are often 50 feet long and of 
cubical capacity exceeding 5,000 feet, are dangerous and 
likely to cause wrecks, especially on mountain roads, and, 
like all other special equipment, it is impossible to always 
have them in the places where they are needed for their 
particular kind of business, while at the same time they 
are not well suited for the handling of other traffic. 

The question as to whether this condition of things 
is not very largely due to faults in rate making has never 
been satisfactorily answered. If there is only 
on furniture, in carloads, and if the required minimum 
weight is based on the possible loading of the most 
bulky furniture, how can the roads expect the furniture 
manufacturer to incur additional expense in reducing the 
bulk of their shipments when no saving in the rate is 
thus accomplished? If the rates on furniture were meas- 
ured by the relation between the cubical capacity of the 
car and the weight loaded therein, would anybody say 
that shippers would not be thus induced to reduce the 
relative bulk of their shipments? 


one rate 


Are Rates on Bulky Freight Too Low? 


The question may also be asked as to why the rail- 
roads do not offer to sell the use of space in their ordi- 
nary box cars for the transportation of furniture, take the 
same price they are using for space in these large fur- 
niture cars, if they do not want to build cars of the 
latter class, and if it be the answer that the resultant 
revenue for the use of standard cars in such service 
would be less than reasonable, is it not a confession 
that the rates on furniture and other bulky freight are 
relatively low? Furniture is extremely bulky freight and 
does not represent any large percentage of the tonnage 
of the average railroad, therefore it may be more inter- 
esting and instructive to consider the rates and minimum 
weights relative to the American railroads in connection 
with the lumber traffic, which is one of the most impor- 
tant items of tonnage. 

On most railroads, the rates on lumber apply on all 
kinds of forest products, and the list usually represents 
from twenty-five to one hundred items, ranging from 
logs to window sash. Some of the articles covered by 
the tariffs are ten times as bulky as other items on 
which the same rate per 100 pounds is charged. In fixing 
the minimum weight under these lumber tariffs, it is 
necessary to consider and make allowance for the pos- 
sible loading of the bulky kinds of lumber or lumber 
products, and while the average weight carrying capacity 








of cars used by western roads is approximately 80,000 
pounds, and while 60,000 pounds of common rough lumbet 
can easily be loaded in the standard box car, the minimum 
weight for lumber shipments is generally 40,000 pounds, 
but in certain territory the minimum is less; in other 
words, the shipper can get the lowest rate when he has 
loaded 40,000 pounds, and he gains nothing in the freight 
charges by loading more, even if the character of the car 
and lumber makes it possible for him to load 80,000 
pounds. 

The most important long-haul lumber traffic in the 
United States is that of the transcontinental lines, that 
annually move about 100,000 cars of forest products from 
the North Pacific coast territory to eastern markets, the 


business representing an average haul of about 2,000 
miles. Being obliged to haul empty cars to western 


points for the handling of this lumber business, and find- 
ing themselves unable to influence shippers to load cars 
to capacity, these roads attempted, several years ago, to 
make the minimum weight requirements of their tariff 
according to the cubical capacity of the car and started 
out with the position that the rate to eastern markets 
was originally made on common lumber, which repre- 
sented a load of 20 pounds per cubic foot. They asked 
shippers to accept an amended tariff under which the 
minimum weight would be 20 pounds per cubic foot ca- 
pacity of car used. 

The standard box car of these railroads has a weight 
capacity of 80,000 pounds and a cubical capacity ranging 
from 2,600 to 3,100 cubic feet. These roads own and use 
many smaller cars, but this proposed amendment meant 
that a standard car loaded with forest products would 
not be hauled to eastern markets for less money than 
had heretofore been paid for a car of ordinary lumber, 
the minimum weight on this basis ranging from 
pounds to 62,000 pounds. 


52.000 


This proposal met with violent protest from the ship- 
pers interested in the distribution of manufactured prod’ 
ucts, such as shingles, sash, doors, porch columns, etc., 
but the tariff was finally accepted with the provision that 
actual weight would govern when cars were loaded to 
full visible capacity, and the further provision that no 
shipment would be charged less than 40,000 pounds. 

While this modification of the rule threatened to 
destroy its effect and was regarded as a surrender on 
the part of the railroads, the new tariff indicated the 
weight which the shippers were expected to load, and, 
notwithstanding the full visible capacity exception, the 
new tariff immediately caused an increase of more than 
4,000 pounds per car in the average loading of lumber 
shipped thereunder. 


Minimum Weights and Average Load. 


This question of minimum weights and average load 
per car was involved in the Pacific Coast lumber rate 
cases and in the case of the Pacific Coast Lumber Manu- 
facturers’ Association et al. vs. Northern Pacific Railwa 
Co, et al., No. 1329, the Commission makes this comment 

“An examination of the tariffs shows that there has 
been a steady increase in the carload minimums pr¢ 
scribed for this traffic. Up to 1894 the minimum wa 
usually 20,000 pounds, since which time there has bee! 
a gradual increase in the minimums and in the capacit 
of the cars. 

“In 1906 the minimum weight was changed to b 
governed by cubical capacity of the car and ranged fron 
23,000 to 67,000 pounds. It is claimed by complainant 
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at the increase in the minimum loading requirements 
1s amounted to an advance of from $70 to $100 per 
r in the charges. It is conceded that the average load- 
in 1906 and 1907 was approximately 58,000 pounds 
er car. It is not open to question, therefore, that the 
earnings per car under the present minimum rules are 
considerably more than in former years, but it must also 
be borne in mind that the larger and more modern equip- 
nent is heavier and costs more to construct.” 


Car Unit Only Useful Basis. 


Except as the trainload unit may be employed, the 
car unit is the only useful basis for estimating railroad 
transportation costs, and when any attempt is made by 
the transcontinental railroads, or any other railroads, to 
measure the net revenue arising from this lumber busi- 
ness, or any other business, they consider the earnings 
per car; if the load is 80,000 pounds, the revenue will be 
twice as much as it would be if the load is only 40,000 
pounds, but who will say whether it costs more to trans- 
port the 80,000-pound load, and how much more? Engi- 
neering experts have furnished various rules for deter- 
mining the tractive resistance, or, what is commonly 
called “the drawbar pull” of cars carrying different loads, 
and with knowledge of conditions as to grades, curvature, 
wind resistance, etc., these experts can estimate the 
weight resistance, wheel friction and all other items to 
be considered in determining the relative cost of moving 
a car loaded with 20 tons of freight and the cost of mov- 
ing the same car loaded with 40 tons of freight between 
two given points under the same conditions, but it has 
been impossible to state any rule or formula which may 
be commonly used with confidence, and we only know 
in a very general way that the cost per ton of transport- 
ing freight in cars loaded to capacity is very much less 
than the cost per ton of carrying the same freight in 
cars half loaded. 

The Pacific coast lumber rates represent only one of 
many interesting and difficult rate problems involving 
this question—if all lumber was of uniform weight per 
1,000 feet and therefore of the same weight per cubic 
foot, and if all cars used in the transportation of this 
lumber were of uniform cubical capacity, it would be 
very easy to make a lumber tariff which would be fair 
to the shippers and which would insure the full loading 
of cars, but it is difficult to make a tariff which will be 
fair to the railroads and which will yet afford opportunity 
for the marketing of all kinds of forest products, when, 
as these products are ordinarily loaded in box cars, they 
represent weight per cubic foot anywhere from 6 pounds 
to 30 pounds, and when the railroads engaged in the 
business are employing cars of cubical capacity ranging 
from 1,500 to 5,000 cubic feet. 

It has been frequently suggested that the carriers 
could be protected in the handling of light-weight and 
bulky lumber products and due encouragement given 
to the better loading of cars by making the rate in in- 
verse ratio to the weight loaded per car or per cubic foot. 
Such a tariff would be entirely fair if worked out on a 
basis which would produce approximately the same net 
revenue per car of given capacity, whether loaded with 
heavy green lumber or dry and highly manufactured ma- 
terial, but the plan, which originated with the shippers 
of rough common lumber and which has always been 
favored by the railroads, has never been put in effect, 
vecause, while it would accomplish a reduction in rate on 
rough common lumber and extend the market for western 
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lumber, at the same time, preserving the average net 
revenue per car for the railroads engaged in the business, 
the suggested rule worked out on any consistent basis 
would greatly increase the rates now charged for trans- 
portation of shingles, doors, sash, porch columns and 
other light and bulky kinds of lumber product. 

We make this mention of the Pacific coast lumber 
tariffs because the traffic is important and because the 
rates have been the subject of investigation by the In- 
terstate Commerce Commission, following complaints 
made by shippers whose original demand upon the car- 
riers was not for a reduction in the general rate on 
lumber, but for a lower rate on maximum loads of common 
rough lumber, and it is probable that much of the dis- 
satisfaction and complaint as to existing rates is due, not 
so much to the rates in themselves, as it is due to the 
inconsistency and injustice of the rules and conditions 
attaching to the rates. 

The Graduated Scale Plan. 

The traffic officials of the railroads have it in their 
power to really solve this question in a very simple 
manner by issuing graduated commodity rates based on 
increased carload minimum weights, i. e., commence on 
the present basis of rates, with the present minimum 
weights, and have a table of higher minimums with 
lower rates. 

For instance, from Seattle to New York the table 
of rates on lumber could be made as follows: 

Minimum Weight Rate 

oe re $2.25 per 100 pounds 

oS 5 Ae re 2.00 per 100 pounds 
2,000 POUMES. 2. cc cccces 1.75 per 100 pounds 
10,000 pounds............ 1.50 per 100 pounds 


20,000 pounds..........0. 1.25 per 100 pounds 
30,000 pounds........c.0- .85 per 100 pounds 
40,008 POURES..... 20's veiw .75 per 100 pounds 
60,000 pounds. ........05% .60 per 100 pounds 
$0,000 pounds. ....scceses .50 per 100 pounds 


The present freight rate on lumber from the Pacific 
coast to New York is 75 cents per 100 pounds with twenty- 
five or thirty minimum carload weights, that are based 
upon the cubical capacity of the car, and the less-than- 
carload rate is $2.25 per 100 pounds. 

The same method, of course, could be used by estab- 
lising graduated rates in the opposite direction, west- 
bound. Take, for instance, the iron and steel commodities 
that are produced in large quantities in the East and 
needed along the Pacific coast. There can be no question 
but what the necessity for a revolution in the method 
of making all-rail rates to the Pacific coast is emphasized 
by the reductions in the import tariffs that are going 
into effect, that will make it possible for the German 
and Belgian steel manufacturers to capture the Pacific 
coast trade unless very much lower rates of transporta- 
tion can be applied to these heavier lines of traffic. This 
situation will undoubtedly be emphasized upon the open- 
ing of the Panama Canal, but it would seem that the 
railroads have an opportunity to hold a very large pro- 
portion of this heavy tonnage to the all-rail routes on a 
profitable basis, and it will go a long way toward equaliz- 
ing their traffic in both directions. 

The rates on various kinds of articles of iron and 
steel manufacture from New York to the Pacific coast 
territory range from 65 cents, 75 cents and 80 cents per 
100 pounds with minimum of 40,000 pounds, and the less- 
than-carload rates are $1.30, $1.50, or $2.25 per 100 pounds, 
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so that a table of rates similar to the one suggested for 
lumber traffic could be applied to the iron and steel prod- 
ucts, and there can be no doubt of the self-evident fact 
that the shipping public cannot be persuaded to build 
up heavier loads unless some plan of this kind is adopted. 


A similar schedule of graduated rates could be es- 
tablished between any other points and upon any other 
class of traffic, and perhaps even better examples could 
be made with the flour and grain rates that are in effect 
to-day. 
Saving to Both Carrier and Shipper. 

Some people might jump to the conclusion that this 
is a drive for lower freight rates, but the facts are it 
spells increased net earnings for the railroads, because 
every buyer in the land would specify the very largest 
carload in every instance. 

The result would be an actual saving in freight costs 
to the shippers that would compensate them for building 
up the heavier loads, and, at the same time, result in a 
marked increase in net earnings. 


With a graduated schedule of rates to select from, the 
low minimum carload shipments would become the ex- 
ception, and the small capacity cars would disappear 
entirely. There would be three of the present minimum 
carload shipments forwarded in one car. 

To fully appreciate the value of this saving in equip- 
ment, consider the following items: 

First—The more desirable traffic to the 
means lower cost of transportation and naturally lower 
basis of freight rates. 

Second—The saving in switching expenses, avoiding 
congestion in the freight yards and expediting the move- 
ment of cars, both for the shippers and the railroads. 

Third—The value to the railroads in having an enor- 
mous increase in the car supply without the investment 
of any additional capital. 

Fourth—The actual saving to the railroads, in dollars 
and cents, of the cost of a large number of cars and the 
additional saving in operating and maintenance expenses 
and the valuable track room in terminal yards. The 
heavier loading of cars will, in itself, really create in- 
creased terminals without the expenditure of a dollar by 
the railroads. 


railroads 


Heavier Loading vs. Higher Rates. 


In the final analysis, what does this mean? Briefly, 
that instead of persistent attempts to advance freight 
rates, the railroads should advocate and urge the heavier 
loading of all cars, pointing out, as well they may, that 
while the railroads would appear to be the interests that 
were to derive the benefit, the real beneficiaries would 
be the general shipping public. There would not only 
be plenty of cars in the land, but the railroads would be 
satisfied with the increased earnings that would nat- 
urally accrue, and the loud campaign for advance freight 
rates would be silenced. 

We hear a great deal of talk about the increased 
pay for the railroad men, and immediately we hear 
renewed efforts for increased freight rates, but there is 
nothing said about increasing the average carload. In 
other words, it seems that it would be an endless chain, 
for if the freight rates are advanced, to compensate the 
railroads for the increased wages, it will only be a short 
time until the railroads are confronted with further de- 
mands from their employes for still further increases. 
How much better it would be to inaugurate economies 
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that will be a benefit to the three great interests referre: 
to, the railroads, employes and the shipping public. Bu 
reference to economies means to start a campaign f 
heavier carloads. 

This is not written to oppose an advance in freig 
rates, but to endeavor to show how the same end ca 
be accomplished. 

It would seem that this problem of heavier loadin 
of cars is of such vital importance to the railroads the: 
selves that they might well afford to take it up in th 
American Railway Association and establish a “Heavier 
Loading Bureau,” in charge of a commissioner whos 
duties it should be, not to compile statistics, but rathe: 
to start a thorough campaign for heavier loading of 
equipment. 


OBJECT TO HIGH COAL RATE 


THE TRAFFIC SERVICE NEWS BUREA| 
Colorado Building, Washington, D. ( 
Claiming that it would be destroyed if compelled to 
continue to pay the present rate of $1.75 per ton on coal 
from the Clearfield regions of Pennsylvania to Geneva, 
N. Y., where its plant is located, attorneys for the Geneva 
Coke Co. Saturday afternoon presented its case before 
the Interstate Commerce Commission. The complaint 
is directed against the Buffalo & Susquehanna, Pennsy| 
vania, New York Central and Lehigh Valley railroads 
The complainants are seeking to restore the rate of $1.25 
Represented by Attorneys William A. Glasgow, Jr., 
Samuel H. Cowan and Robert D. Jenks, the complainant 
contended that it established its plant in 1903 at a cost 
of $750,000 by request of the New York Central Railroad, 
which in return made a rate of $1.20 on coal from the 
Clearfield regions. Later the rate was increased to $1.25 
and in 1912 this latter rate was canceled and substituted 
by a rate of $1.75. 





Counsel for the defendants, represented by Attorneys 
George Stewart Patterson of the Pennsylvania, Guy We!! 
man of the Buffalo & Susquehanna, Ernest S. Ballard ot 
the New York Central and Stewart C. Pratt of the Lehigh 
Valley, pointed out that the rate of $1.75 to the group 
in which Geneva and Syracuse are situated represents 
an earning of only 5.8 mills per ton-mile, declared it to 
be a low revenue. It was also argued that the present 
rate structure with regard to its relation with other 
groups has been undisturbed during the past 25 or 5! 
years, and that the $1.20 and $1.25 rates were applicable 
on coal to Geneva, where the coal was evked and r 
shipped. This, it was declared, was not the commercial 
rate, which, during the year 1910, when the $1.25 rat: 
was established, was $1.70. 

During his argument Judge Cowan suggested that 
the Commission should change its practice so as to allow 
parties to examine the reports made on testimony take) 
before examiners. He said distinctly that reflection « 
the examiner before whom the testimony in this Ca: 
was taken was far from any thought he had in mind. H 
thinks the Commission should treat the reports of th 
examiners as the judge treats the report of the maste! 
in-chancery appointed by him. That report is open t 
the criticisms of the opposing attorneys, and Judge Cowai 
thinks that something of that procedure might well b 
employed by the Commission, especially inasmuch as 
is obvious that the Commissioners cannot read all tl 
testimony. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


THE MAN UP A TREE 


Editor THe TRAFFIC WORLD: 
The 


September 6, 


article appearing in Ture TrRaArric Wor.p, of 
entitled “The Reins to Those Who Can 
is worthy of serious consideration. The char- 
acterization of the “average man,” the “representative 
citizen” or the “man up a tree” is a classic, but the 
analysis of what the man up a tree sees and thinks is 
of the mark. The man up a tree does not care 
whether or not some distinguished citizen said “the pub- 
lic be damned,” neither is he interested in whether some 
traffic man said rates were based on all the traffic would 
bear; he is not convinced that railroads are grossly over- 
capitalized and attempting to enforce tribute on fictitious 
The man up a tree is “from Missouri” and de- 
mands to be “shown,” and as the railroads, while ad- 
mitting that this suspicion of overcapitalization does 
exist, have taken no steps to make the facts public that 
this suspicion might be eliminated, he has taken steps 
to secure the facts through the instrumentality of the 
Interstate Commerce Commission. The man up a tree 
is not satisfied with the unsupported assertion of either 
the demagogue, the muckraker, or railroad managers that 
railroads are or are not grossly overcapitalized. He 
wants facts, and facts only, and has arranged to get the 
facts, and the man up a tree being an “average man” 
with suspicion the assertion “that the railways 
of the United States could not be duplicated for their 
present capitalization,” when he notes the determined 
opposition of railroad managers to having the actual 
value ascertained by a disinterested tribunal. Being an 
average man, he fails to understand why, if our railroads 
are undercapitalized, the railroads do not welcome any 
method by which this fact may be determined beyond 
dispute. 


Drive,” 


wide 


values, 


views 


The man up a tree believes what was testified to 
publicly by one of the most able traffic men this country 
ever produced, viz., that rates were made without any 
consciousness of the expense involved or the profit to 
accrue. He understands, further, that capitalization is 
an element of expense, “overhead expense.” He respects 
the man referred to for having the courage to tell the 
truth and believes further that he is the only railroad 
man of prominence who has had the courage to tell the 
truth. The man up a tree further believes that actions 
speak louder than words, and when he hears the insistent 
cry of railroad managers for more revenue that they may 
be able to attract capital to enable them so to expand 
eir properties as to keep pace with the demands made 
on them for service, he “just laughs” when gravely as- 
sured that “capitalization has no appreciable connection 
With rates.” 

The man up a tree does believe that regulation is 
a distinet step forward in the march of civilization; that 
vithout it the many would be exploited for the benefit 


“Wenn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 








of the few. He founds this belief on the fact that before 
the era of regulation the many were exploited for the 
benefit of the few, and that after 25 years of regulation 
this is still largely true because the railroads have stead- 
fastly refused to adjust their practice to the spirit of 
regulative legislation and have only changed their methods 
when forced to do so by legislation supplemented by 
affirmative orders of federal or state tribunals. It ap- 
pears to the man up a tree that prior to regulation the 
business man who was discriminated against in the pub- 
lished tariffs had a chance to secure some relief through 
the medium of the rebate, but now that this method 
has become so dangerous as to be practically obsolete, 
the “average man” finds his situation worse than ever, 
as his competitor may be located in a community which 
is accorded what amounts to a legalized rebate through 
discrimination in published rates. If the Supreme Court 
said, “The public is in no proper sense a general man- 
ager,” it stated a proposition which the man up a tree 
does not subscribe to. He admits it ought not to be 
necessary for the public to assume the duties of the 
general manager, but when the general manager is un- 
willing or incapable of correcting the evils under which 
the people suffer, it is not only proper but necessary 
that the people take the reins long enough to get the 
vehicle back in the beaten path. The suggestion that the 
public consider itself the vice-president of the railways, 
shows how utterly the railroad people fail to keep in 
touch with the thought and desires of those they serve 
and whose welfare is inseparably interlocked with their 
own. For more than 25 years the public has assumed 
exactly the attitude toward the railways that the vice- 
president holds to the general manager, but, after all 
these years we are gravely advised to adopt a policy 
that has been effective for a quarter of a century. The 
people are more patient than any vice-president ever was 
or ever will be. They approve many more than nine out 
of ten of the acts of the general manager, but what vice- 
president would submit for a quarter of a century to have 
most of his suggestions ignored and his positive orders 
carried out in letter, but not in spirit? 

The “average man” knows he has the power to take 
the reins in his own hands, and unless better driving is 
done by the railways, that’s what he is bound to do. He 
knows further that if forced to take the reins the result 
will be beneficial alike to the railroads and their patrons. 
It was his reinsmanship which piloted the railway vehicle 
out of the slough of rebates and passes with a resultant 
saving of millions of dollars to the railroads. The rail- 
roads were not requested to distribute more of their 
revenue among their patrons that all might be treated 
alike; on the contrary, they were commanded to retain 
this treasure for the benefit of investors in railway se- 
curities or for use in furnishing more efficient service 
to their patrons. It is true railroad men do not come 
to our “representative citizen” for advice, and it is also 
true that in failing to do so the railroad man is ignoring 
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the assistance of his wisest and best friend, a friend 
who has never taken the reins except when the driver 
had demonstrated his inability to handle the team. Our 
railroad friend should remember that there is a limit to 
everything, even the patience of the “representative citi- 
zen.” When that limit has been reached he will take 
the reins and retain them, and when he does the rail- 
roads as a whole will prosper as never before, vast econ- 
omies will result from elimination of uneconomic and 
wasteful practices, rates may be advanced, but if they 
are there will be no protest, because discrimination will 
be a thing of the past, and the increase will fall on all 
alike, and every citizen will be guaranteed the right to 
work out his commercial destiny in an open field, not 
hampered by artificial handicaps imposed by the whim 
or caprice of railroad officials. 

There was a time when our railroad friends were able 
to convince the average man that their business was an 
intricate science, but you can’t fool all the people all 
the time, and more and more they are realizing that 
what the railroads are pleased to term science is, in 
fact, just the reverse; that the underlying principle is 
just old-fashioned “horse grasped by the 
average man. 

The fact that failure or 
years or more actual operation to work out basic prin- 
ciples and apply them, would be laughable to the man 
up a tree did not their result so nearly approach the 
tragic, for the railroads and those they serve (get that? 
They no longer control except by sufferance. 

J. C. Forester, 
Secretary, Chamber of Commerce. 
Greensboro, N. C., Oct. 13, 1913. 


PAYING FOR TARIFFS 


Editor THe TRAFric WORLD: 

The writer has been reading, with a great deal of 
interest, the various items appearing in The Traffic 
World regarding the paying for tariffs. 


sense” easily 


inability of railroads in 60 


serve). 


We are not shippers of freight to a great extent, 
excepting iron ore, but we receive on an average of 
8,000 tons a month of various mining supplies from 
a pound of packing to a carload of machinery. A 
great deal of this material is purchased in carlots, such 
as machinery, lumber and timber, and iron and steel 
articles, and various other commodities. Claims have 
arisen amounting to hundreds of dollars, account of 
misapplication of class and commodity tariffs, wrong 
classification and misrouting, also absorbing of switching 
charges. This is all due to the carelessness of the 
average railroad clerk. As a rule he does not have the 
time to look up the cheaper rate and quotes the first 
rate he can find. We cannot depend upon rates as 
quoted by the railroad as being accurate. 

In figuring on the purchase price of the material, 
quoted f. o. b. point of shipment, it is absolutely neces- 
sary that we have the correct rate applying on the com- 
modity from the points from which we received quota- 
tions. By having a tariff file of our own is the only 
way in which we can obtain correct rates. In the 
writer’s estimation it is a saving to the carriers in 
extra clerk hire to take care of the quotations of rates 
and to eliminate the misquotation of rates and sub- 
jecting themselves to violation of the rule in quoting 
wrong rates. 
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When receiving quotations a short time ago on a 
certain commodity, we figured a rate of 48 cents |. 
c. 1. from point of shipment to destination, the ship- 
ment having to travel over two roads. This rate was 
made up of 26 cents commodity rate from shipping 
point to junction point, and 22 cents, junction to des. 
tination. We inquired by letter of the general freight 
agent of the road over which the commodity rate 
was in effect for rate and received a reply quoting 
rate of 63 cents, figured class rate of 41 cents point of 
shipment to junction point and 22 cents class rate 
beyond to destination. You will note that this general 
freight department, whose business it is to quote rates, 
overlooked this commodity rate in effect on their own 
line. We answered their letter and called their at- 
tention to the commodity rate and they replied saying 
that we were correct and that rate of 48 cents would 
apply on this business. 

Again, this company shipped a carload of machinery 
from a point in Michigan to a point in Wisconsin which 
traveled over three roads, prepaying charges at a rate 
of 39% cents per cwt. This rate was made up as follows: 
7% cents, class rate from point of shipment to first junc- 
tion point, 16 cents commodity rate from first junction 
point to second junction point and 16 cents commodity 
rate from second junction point to destination. About 
eight months after shipment was made the agent pre- 
sented us with a bill for $25.37, advising that his auditing 
department claimed that the correct rate to apply on 
this shipment was 44 cents per cwt. We simply gave him 
the basis for our 39%-cent rate, quoting I. C. C. num- 
bers of tariffs covering rates, and we have not been 
presented with the bill since, this being about six 
months ago. It is evident that this auditing department 
had overlooked the commodity rate applying over one 
of these roads and had figured on classification rate of 
class “A.” 

These are only two of the instances which we 
have had to contend with, while we could quote many 
more cases and several instances account of mis- 
routing and misapplication of classifications. We are 
of the opinion that industrial concerns are justly en 
titled to free tariffs and we should co-operate with the 
carriers as much as possible to cut down the distributing 
of tariffs not necessary. 

Cleveland-Cliffs Iron Co 
Ed J. Phillips, Traffic Manager 
Ishpeming, Mich., Sept. 29, 1913. 


Editor THe TRAFFIC WoRLD: 


I have been reading regularly the articles appearing 
in “The Open Forum” 6n the subject of “Paying for Tariffs’ 
and beg to call your attention to a feature which I do not 
remember having been touched upon. 

I believe the carriers waste considerable by the poor 
system in transmitting their tariffs. For example, I am in 
receipt of four single-sheet tariffs mailed apparently on t 
same day from the same office and received by us in | 
same mail, each one in a separate envelope and each « 
velope mailed with a one-cent stamp. The four wou!' 
have passed in one envelope for one cent. I only menti' 
one of a number that have come to my notice. 

I also recall my connection with an organization |: 
cently, which, on account of consolidation, had changed t! 
name of its organization twice in four years; and althoug 
the tariff bureaus of the various carriers were notified © 
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the consolidation, and given the correct name and address 
, whom tariffs should be sent in future, even to the last 
were receiving the same tariffs addressed to the three 
fferent organizations. I am fully convinced that much of 
cost to the carriers, both in distributing ana maumng 
iffs, is caused by carelessness on the part of the car- 
rs. Please understand I am writing this merely in the 
pirit of co-operation. 
Wm. H. Frederick, Traffic Manager, 

Taylor-Wharton Iron & Steel Co. 

Philadelphia, Oct. 10, 1913. 


FORM FOR CALCULATING RATES 


A reader sends us the accompanying form for use in 
making calculations of rates, which he says he devised 
while studying a correspondence course on interstate 
commerce. He had previously observed the difficulty 
which rate experts (and inexperts) had in carrying in 
their heads complicated rates with their arbitraries, sym- 
bols routing, etc. When he began figuring supposititious 
rates himself, he found the difficulty anything but imag- 
inary, and therefore built up the accompanying form for 
handy reckoning. 

He states he believes there is hardly a combination 


COMMODITY DESCRIPTION REFERENCE 


BASIS: 
(Originating) 


(DESTINATION) 


GATEWAYS: 


Rate applying via Route ( ) 


SCRAP IRON MEN’S PROTEST 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

In arguing the protest of the scrap-iron men of the 
Twin Cities and Duluth against the proposal of the car- 
riers to increase the rates on scrap iron ard steel by two 
cents, Attorney Frank Lyon, for the objectors, said that 
the conclusion to be drawn from this attempt is that it 
is but part of a general scheme for raising rates between 
the points mentioned. He added that there is no reason 
whatever for increasing the rates on iron and steel scrap 
that does not apply with greater force to all other com- 
modities, because the per car earnings on iron and steel 
scrap are higher than on any other commodity. The ton- 
nage amounts to 125,000 annually, and it moves in coal 
cars that would otherwise return empty to Chicago. He 
seid that the increased rate would give car earnings 
away above what is received from much more valuable 
freight. 

A. P. Humburg, arguing for the carriers, said that 
the effort on the part of the railroads is to restore a 
normal rate on the scrap iron and steel. 

“Isn’t your argument an argument for an increase of 
all rates between the Twin Cities and Chicago,” asked 
Judge Clements. 


QUANTITY CLASS 








BASAL PLUS LESS NET | AMOUNT 
RATE: RATE | 


TO BEYOND 


Form for Colculating Rates. 


imaginable that cannot, by using both the top and bottom 
of the form, be figured readily thereon. It is, of course, 
necessary that some kind of paper be used in making 
calculations, and for this purpose he has simply provided 
a printed blank which materially assists in keeping 
straight a series of complicated calculations. The use 
of the lower line on the form may not be at once appar- 
ent, but it is easily explained. If one is figuring a rate 
efore the shipment is made, there should be inserted in 
the bracket at the bottom a symbol showing the cheap- 
est route or choice of routes. If the shipment has moved, 
and the use of the form is simply for checking the 
harges, there should be inserted the word “used” or 
€ symbol indicating the route which has already been 
sed. No spaces are provided on the blank for reference 
tariffs, but “leaders” can easily be run from impor- 
nt figures to vacant spaces and tariff authorities there 
serted. Tur TRAFFIC WoRLD will be glad to have any 
munications upon the possible uses which may be 
tiade of a blank of this description. 


“Probably it may be so taken, but that question is 
not involved in these proposals,” said Mr. Humburg. 

Mr. Lyon called attention to the fact that the Com- 
mission has already allowed increases on linseed oil, 
flax and excelsior as justifying his assertion that the 
railroads, by piecemeal, are endeavoring to put into effect 
higher rates between the points involved in the scrap-iron 
and steel proposals. 


INFORMAL CONFERENCE RULING, OCT. 7, 1913. 

When carriers’ tariffs provide for checking of sample 
baggage and define sample baggage as that which is 
carried for display and not for distribution or sale, it 
is not lawful to distribute or sell articles contained in 
baggage so checked at any point to which it has been 
so transported. Such articles may lawfully be distributed 
or sold at any point to which they are shipped as mail, 
freight or express, and they may lawfully be so shipped 
from a point to which they have been checked as baggage 
for use as samples or for display. 
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LIABILITY OF COMMON CARRIERS 


Limitations of Common Law Provisions as 
Affected by the Interstate Commerce Act 


—_——_— 


By FRANCIS B. JAMES, Washington, D. C. 





(Concluded from page 674) 


X. 

Effect of the Act of June 18, 1910, as Bearing on the 
General Subject of Limiting the Common Law Lia- 
bility of Common Carriers. 

On June 27, 1908, the Interstate Commerce Commis 
sion, In the Matter of Bills of Lading, 14 I. C. C., R. 346, 
expressed its conviction that to issue an order prescrib- 
ing a uniform bill of lading as against all common car- 
riers parties to that proceeding would exceed its authority. 

On June 18, 1910, the President affixed his signature 
to important amendments to the Interstate Commerce Act 
(36 Stat., 539). 

The Act of June 18, 1910, added the following lan- 
guage to section 1: 

“And it is hereby made the duty of all common car- 
riers subject to the provisions of the Act to establish, 
observe, and enforce just and reasonable classifications 
of property for transportation, with reference to which 
rates, tariffs, regulations or practices are or may be made 
or prescribed, and just and reasonable regulations and 
practices affecting classifications, rates, or tariffs, the 
issuance, form and substance of tickets, receipts and bills 
of lading, the manner and method of presenting, mark- 
ing, packing and delivering property for transportation, 
the facilities for transportation, the carrying of personal, 
sample and excess baggage, and all other matters re- 
lating to or connected with the receiving, handling, trans- 
porting, storing and delivery of property subject to the 
provisions of this Act which may be necessary or proper 
to secure the safe and prompt receipt, handling, trans- 
portation and delivery of property subject to the provi- 
sions of this Act upon just and reasonable terms, and 
every such unjust and unreasonable classification, regu- 
lation and practice with reference to commerce between 
the states and foreign countries is prohibited and de- 
clared to be unlawful.” 

The Act of June 18, 1910, also made important amend. 
ments to section 15 of the Act to Regulate Commerce, 
but the change in language need not be dwelt on. 

In the six cases referred to, decided by Mr. Justice 
Lurton, no reference is made to the Act of June 18, 1910, 
and it is probable that all those cases arose before the 
passage of the Act of June 18, 1910. 

It must be borne in mind that the Act of June 18, 
1910, in no manner withdrew any of the provisions of 
the Hepburn Act of June 29, 1906, and that what was 
said by Mr. Justice Lurton March 10, 1913, in Kansas 
City Southern Railway Co. vs. Carl, 227 U. S., 639 (at 
pp. 654-655) must ever be borne in mind, and will bear 
repeating, as follows: 


“The difference between two rates upon the same 
commodity based upon valuation is presumably no more 
than sufficient to protect the carrier against the greater 
amount of risk he assumes by reason of the difference 
in value. When the higher rate is no more than to 
reasonably insure the carrier against the larger respon- 
sibility a real choice of rate is offered and the shipper 
has no reasonable excuse for undervaluation. If the 
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margin between the rates is unreasonably beyond pro- 
tection against the larger risk the shipper may be induced 
to misrepresent the value to escape the umreasonally 
high rate upon the real value. This would result in 
permitting the shipper to obtain a rate to which he is 
not entitled, and in the carrier escaping from a portion 
of its statutory liability. Both the adjustment of rates 
upon the class of articles based upon difference in valu- 
ation, as well as the acceptance of stipulations in the 
carrier’s bill of lading which affect the liability declared 
by the Carmack Amendment, are administrative duties 
of the Commission. To the extent that such limitations 
of liability are not forbidden by law, they become, when 
filed, a part of the rate. 

“in the instant case, we must assume that the dif- 
ference between the rates upon household goods of less 
value than five dollars per hundredweight and the rate 
upon the same class of goods of a higher value has been 
fixed upon this principle. We must for the purpose of 
this case accept the high and low rate as reasonable. 
If the present rates upon such goods, as shown in the 
tariffs filed, are inadequate to protect the shipper, a 
remedy can be had by an order of the Interstate Com- 
merce Commission readjusting the rates to meet the 
requirements of justice, alike to shipper and carrier.” 

Section 6 of the Act of Feb. 4, 1887, as amended 
March 2, 1889, and again amended by the Hepburn Act 
of June 29, 1906, require tariffs to show all privileges 
and all rules and regulations which in any way change, 
affect, or determine any part of the aggregate of the 
rates and charges or the value of the service to the 
shipper or consignee. A limitation on the common law 
liability of a common carrier is based upon the rate and 
would form part of the rules and regulations changing, 
affecting and determining the rate or chafge and the 
value of the service to the shipper and therefore re 
quired to be filed as part of the tariffs under section 6. 
The power conferred on the Commission to determine 
whether such rate so affected was just and reasonabl¢ 
has been amplified by the Act of June 18, 1910, which 
requires a common carrier to enforce just and reasonable 
regulations and practices affecting, not merely the issu 
ance and form, but the substance of bills of lading 
These regulations and practices are required by 
section 6 to be filed with the Interstate Commerce Com- 
mission as a part of the tariff rate. The same Act of 
June 18, 1910, expressly declares every such unjust and 
unreasonable regulation and practice to be unlawful, just 
as the same section declares that every unjust and un 
reasonable charge to be unlawful. 

Section 15 of the Act gives the Commission jurisdi:- 
tion to declare every unjust and unreasonable rate and 
every unjust and unreasonable regulation or practic: 
affecting the rate to be void and to substitute in lie 
thereof just and reasonable rates and just and reaso::- 
able regulations and practice affecting such rates. 

In Dickinson vs. Louisville & Nashville R. R. C 
(July 26, 1910), 187 Fed. Rep., 874, the District Cou 
of the United States for the Southern District of Ohio 
declared that a provision in a bill of lading not containe: 
in a tariff was null and void. This was affirmed by th: 
United States Circuit Court of Appeals for the Sixt! 
Circuit under the title of Louisville & Nashville R. R 
Co. vs. Dickinson (No. 7, 1911), 191 Fed. Rep., 705. 

In Procter & Gamble vs. United States (June 7, 1912 
225 U. S., 282, Mr. Chief Justice White thus elucidate 
the principle that the Interstate Commerce Commissio! 


said 
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vas the primary forum to pass on all matters embraced 
the Interstate Commerce Act (pp. 295-297): 


“By that act (Act to Regulate Commerce of Feb. 4, 
887) as originally enacted many regulations and conse- 
rent duties were imposed upon carriers in the interest 

the public and of shippers which did not theretofore 
exist, and various administrative safeguards were formu 
lated, all of which, in their very essence, required, first, 

r their compulsory enforcement the exercise of official 
functions of an administrative nature, and, second, for 
their harmonious development an official unity of action 

ich could only be brought about by a single admin- 
strative Initiative and primary control. To that end 
the Act (sec. 11) created an administrative body endowed 
vith what may be in some respects qualified as quasi- 
idicial attributes, to whom was confided the enforce- 
ment of those provisions of the act which essentially 
exacted unity in order that they might beneficially op- 
erate. And for the purposes stated, to the body thus 
created was committed the trust of enforcing the act in 
the respect stated, of determining, limited as to the sub- 
ject-matters to which we have referred, whether the 
provisions of the act had been violated and, if so, of 
primarily enforcing the act by awarding appropriate re- 
lief. The statute, therefore, necessarily, while it created 
new rights in favor of shippers, in order to make those 
rights fruitful as to the subjects with which the statute 
dealt coming within the scope of the administrative unity 
which we have mentioned primarily made the judgment 
of the administrative body to whom the statute confided 
the enforcement of the act in the respects stated a pre- 
requisite to a resort to the courts. In other words, as 
to the subjects stated the act did not give to the courts 
power to hear the complaint of a party concerning a 
violation of the act, but only conferred power to give 
effect to such complaints, when by previous submission 
to the Commission they had been sanctioned by a com- 
mand of that body. 

“In the long interval which intervened between 1887 
when the Act to regulate commerce was enacted and 
June 18, 1910, when the Commerce Court Act was passed, 
we have learned of no instance where it was held or 
seriously asserted, that as to subjects which in 
their nature were administrative and within the com- 
petenecy of the Commission to decide, there was power in 
a court, by an exercise of original action, to enforce its 
conceptions as to the meaning of the Act to regulate 
commerce by dealing directly with the subject irrespective 
of any prior affirmative command or action by the Inter- 
state Commerce Commission. On the contrary, by a long 
line of decisions, whereby applications to enforce orders 
of the Commission were considered and disposed of or 
where requests to restrain the enforcement of such orders 
were passed upon, it appears by the reasoning indulged 
in that it was never considered that there was power in 
the courts as an original question without previous affirm- 
ative action by the Commission to deal with what might 
be termed in a broad sense the administrative features 
of the Act to regulate commerce by determining as an 
original question that there had been a compliance or 
non-compliance with the provisions of the act. The sub- 
ject is illustrated and made clear by the rulings in State 
of Washington, ex rel. Oregon Railroad & Navigation Co. 
vs. Fairchild, 224 U. S., 510; Robinson vs. Baltimore & 
Ohio R. R., 222 U. S., 506; Southern Railway Co. vs. 
Reid, 222 U. S., 424, and Texas & Pacific Ry. vs. Abilene 


even 








THE TRAFFIC WORLD 705 








Cotton Oil Co., 204 U. S., 426. The latter case especially 
will serve to point out that where the power of original 
action by a court without previous action of the Com- 
mission was insisted upon, it was based upon the con- 
ception that the particular subject-matter as to which 
such power was asserted was by the express terms of 
the Act to regulate commerce not embraced within the 
subjects primarily confided by the act exclusively to the 
administrative authority of the Commission.” 

In discussing the opinion of Mr. Jutice Lurton in 
Missouri, Kansas & Texas Railway Co. vs. Harriman 
(March 10, 1913), 227 U. S., 657, we had occasion to refer 
to the statement made by Mr. Justice Lurton that whether 
a 90-day limitation in which to bring suit was just and 
reasonable, was a question of law for the court. We 
had occasion to point out that such a 90-day limitation 
contained in a tariff and repeated in a bill of lading and 
based on a reduced rate was binding on the court and 
that, while the conclusion reached by Mr. Justice Lurton 
was sound, his reasoning was not in harmony with the 
views expressed by him in the six cases decided by him. 
While Mr. Justice Lurton delivered his opinion March 
10, 1913, it was under the provisions of the Carmack 
Amendment to the Hepburn Act of June 29, 1906, and 
Mr. Justice Lurton made no reference to the Act of June 
18, 1910. It is now quite clear that under the Act of June 
18, 1910, whether such 90-day limitation is just and rea- 
sonable has ceased to be a mere judicial question to be 
primarily passed upon by a court and as a matter of 
law under judicial precedents, but has become an admin- 
istrative question to be primarily passed upon by the 
Interstate Commerce Commission in the light of evidence 
and economic considerations and arguments adduced 
before the Interstate Commergé"*Commission upon a full 
hearing and that the finding of the Interstate Commerce 
Commission, that such 90-day limitation is just and rea- 
sonable or unjust and unreasonable, is conclusive and 
binding on the world and not subject to review, except 
by a direct proceeding by bill in equity to annul an order 
of the Commission finding either that such 90-day limita- 
tion is just and reasonable or unjust and unreasonable. 

On May 4, 1911, the Commission in Shaffer vs. C., 
R. I..& P. Ry. Co., 21 I. C. C., R. 8 (at p. 10) said: 

“Under the law [Act of June 18, 1910], therefore, the 
Commission has authority to consider and determine the 
reasonableness of regulations and practices in respect to 
the issuance, form and substance of bills of lading and 
to determine and prescribe what regulations and practices 
are just and reasonable.” 


The Commission had under consideration the ques- 
tion whether section 3 of the Uniform Bill of Lading fix- 
ing as the measure of recovery the value of the property 
in the absence of an invoice, or the invoice price in the 
case of an invoice, was just and reasonable. 

In reference thereto, the Commission said (at p. 13): 

“It has been repeatedly held that a provision of the 
character of the one in question is not regarded as a 
limitation of the carrier’s liability and reasonable in its 
nature.” 

The Commission cited Inman & Co. vs. Seaboard 
Air Line Railway Co. (Jan. 20, 1908), 159 Fed. Rep., 960, 
which was decided before the Act of June 18, 1910. In 
that case the court considered a similar clause in a bill 
of lading. An examination of this case fails to show 


that this provision is not treated by the court as a limita- 
tion on the common carrier’s common law liability. The 
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court held as a matter of law that such clause was 
reasonable and based its conclusion on legal precedents 
cited by it. Whether a limitation on the common law 
liability of a common carrier under the Act of Feb. 4, 
1887, to regulate commerce and acts amendatory thereof 
and supplementary thereto, particularly the amendment 
of June 18, 1910, is just and reasonable, has ceased to 
be a question of law to be determined by a court on legal 
precedents, but has become a question of fact, to be 
determined by the Commission upon evidence and eco- 
nomic considerations and arguments to be adduced before 
it at a full hearing. 
Xl. 


1910. 


From the foregoing inductive study, it is believed 
that the following general principles have become estab 
lished: 

(1) That both at common law and under the Act 
of Feb. 4, 1887, to regulate commerce, and acts amenda- 
tory thereof and supplementary thereto, a common carrier 
is an insurer of the safe delivery of goods intrusted to 
it except as against losses arising from (a) the act of 
God; (b) the public enemy; (c) the act of public author- 
ity; (d) the act of the shipper, and (e) the inherent 
nature of the goods themselves; 


Limitations on Carrier’s Liability Since June 18, 


(2) That at common law a common carrier in con- 
sideration of a reduced rate could limit its common law 
liability by a special contract, providing such contract 
was not (a) contrary to an express provision of law; 
(b) contrary to public policy; or (c) unjust or unrea- 
sonable; 

3) Under the Act of Feb. 4, 1887, to regulate com- 
merce and acts amendatory thereof and supplementary 
thereto, a limitation on the common law liability of a 
common carrier is only binding when contained in a 
tariff duly filed with the Interstate Commerce Commis- 
sion, whether contained in a receipt or bill of lading 
or not; such limitations if contained in a receipt or bill 
of lading and not embodied in a tariff duly filed is null 
and void; 

(4) Under the Act of Feb. 4, 1887, to regulate com- 
merce and acts amendatory thereof and supplementary 
thereto, it is the duty of a common carrier to issue a 
receipt or bill of lading. While a limitation on the com- 
mon law liability of a common carrier is binding if em- 
bodied in a tariff duly filed with the Interstate Commerce 
Commission, although not repeated in a receipt or bill 
of lading, yet the Interstate Commerce Commission is 
empowered to require a common carrier to insert such 
limitation on such common law liability of such common 
carrier in a receipt or bill of lading. 

(5) That under the Act of Feb. 4, 1887, to regulate 
commerce and acts amendatory thereof and supplementary 
thereto a common carrier in consideration of a reduced 
rate may limit its common law liability by incorporating 
such limitation in conjunction with a rate in a tariff duly 
filed with the Interstate Commerce Commission, providing 
such limitation is just and reasonable; 

(6) An unjust and unreasonable limitation under the 
Act to Regulate Commerce of Feb. 4, 1887, and acts 
amendatory thereof and supplementary thereto, is un- 
lawful. An unlawful limitation under said act would 
include one (a) expressly declared void by statute: (b) 
which exempted the carrier from negligence; (c) which 
was not based on a lower rate; (d) which was otherwise 
unjust and unreasonable; (e) which unjustly discrimi- 
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nated; or (f) which created an undue or unreasonable 
preference or advantage; 

(7) Whether a limitation on a common ecarrier’s com 
mon law liability is just and reasonable or unjust and 
unreasonable under the Act to Regulate Commerce of 
Feb. 4, 1887, and acts amendatory thereof and supple. 
mentary thereto has ceased to be a juridicial question 
to be determined as a maiter of law by a court under 
legal precedents and has become an administrative ques- 
tion to be settled by the Interstate Commerce Commis. 
sion on evidence and economic arguments to be adduced 
before it on a full hearing; 

(8) Under the Act of Feb. 4, 1887, to regulate com- 
merce and acts amendatory thereof and supplementary 
thereto, a common carrier has a right to initiate a limi- 
tation on its common law liability by a tariff duly filed 
with the Commission, and such limitation is binding on 
the world and all courts until suspended or annulled by 
the Interstate Commerce Commission; 

(9) Under the Act of Feb. 4, 1887, to regulate com- 
merce and acts amendatory thereof and supplementary 
thereto, the Interstate Commerce Commission has power 
to annul as unjust and unreasonable a limitation on the 
common law liability of a common carrier as contained 
in a tariff duly filed and set forth in a bill of lading and 
substitute a just and reasonable limitation in lieu thereof; 

(10) Under the Act of Feb. 4, 1887, to regulate 
commerce and acts amendatory thereof and supplementary 
thereto, the only method of setting aside as unjust and 
unreasonable a limitation on a common law liability as 
contained in a tariff and set forth in a bill of lading is 
by an order of the Interstate Commerce Commission; and 
the only method of annulling an order by the Interstate 
Commerce Commission that such limitation is just and 
reasonable or that is unjust and unreasonable, is by Dill 
in equity to annul such order of the Interstate Commerce 
Commission; and 

(11) Under the Act of Feb. 4, 1887, to regulate com- 
merce and acts amendatory thereof and supplementary 
thereto, the only possible exception giving a court a right 
to declare a limitation null and void without primary 
resort to the Interstate Commerce Commission is where 
an originating carrier inserted in its rules and regulations 
on file with the Commission and jn its contract or receipt 
a provision that it will not be liable for loss, damage and 
injury caused by a connecting carrier, because the Car- 
mack Amendment to the Hepburn Act expressly states 
a result or conclusion by declaring in so many words 
that “no contract, receipt, rule or regulation shall ex- 
empt such common carrier, railroad or transportation 
company from the liability hereby imposed.” 

WILL INVESTIGATE LAKE ORE RATES. 

The Commission on Wednesday announced that it had 
decided to conduct a general investigation into the su! 
ject of iron ore rates from Lake Erie ports to consum 
ing points in Ohio, West Virginia and Pennsylvani 
Such an inquiry was a foregone conclusion, in the minds 
of those who were following the subject, as soon as tl 
railroads adjusted the Wheeling and Pittsburgh rates 
cutting off a little of the Pittsburgh rate and adding : 
lot to the Wheeling rate. The action of the Wheeling 
& Lake Erie in placing Mingo Junction and Steuben- 
ville, O., in the Beaver district for rate purposes, a! 
then the Pennsylvania following suit, created a condition 
that could be satisfactory to neither shippers nor car: 
riers, 
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THE NORTH CAROLINA SITUATION 


Outline of the Rate Controversy from the Stand 
point of the Coast Cities, Particu- 
larly Wilmington 


Wilmington’s position upon the proposed solution of 
freight rate problem in North Carolina was given 
riking emphasis at a special meeting of the Chamber 
of Commerce of that city, when J. A. Taylor, chairman 
f the traffic committee of that organization, made a de- 
tailed and most exhaustive review of the whole situation in 
an address of something like an hour, the address having 
en unanimously indorsed as the sentiment of the cham- 
ber and recommended to the consideration of the people 
of the state in any ultimate solution that may be reached. 
The address as a whole is a somewhat partisan presenta- 
tion of North Carolina’s case, but the following extracts 
will give an idea of the points upon which it is claimed 
Virginia gateways have an advantage: 

When this question of the readjustment of rates came 
up in this state, we recall the fact that Wilmington had, 
in 1899, carried a case to the Commission at Washington. 
The conclusion of that Commission was the complete 
recognition of the basing-point principle, which has been 
affirmed by the Supreme Court in numerous cases, notable 
among them being what is known as the LaGrange case, 
in Georgia, and they decided in our case that we had 
practically as much water competition here as in Norfolk, 
I have reread that decision within the last three days. 
At that time, the Commission had no power to prescribe 
a rate; it only had power to condemn a rate. The deci- 
sion of the Commission condemns the rate, and says: 
“You do not apply to Wilmington the rate which she is 
entitled to receive by reason of her water competition.” 
They were afraid to assert themselves any further than 
to condemn the rate; they could not prescribe a reduc: 
tion. It had no power to prescribe an equitable rate. 
The court reviewed the case and expressed the opinion 
that we occupied a position so nearly comparable to that 
of Norfolk that we were entitled to far more than we got. 


History of the Conferences, 


When this question came up and the governor an- 
nounced a hearing of his committee at Raleigh, Wilming- 
ton was represented. The Commerce Commission had 
decided what was known as the “Durham & Winston 
” an action brought by the Corporation Commission 
of North Carolina, and it reduced the rate from one cent 
on low class to five cents on first class from Cincinnati 
and the Ohio crossings to Durham and Winston. The 
Suit was against the Norfolk & Western at the most ad- 
vantageous point in North Carolina, except the water 
points to make a fight, and the railroads proposed to 
extend the Durham and Winston decision to other points 
in North Carolina. The situation was a peculiar one, 
where one line enjoyed all the revenue, and that line a 
trunk line to the West, and the railroads claimed that 
they were liberal in the proposal, but the state declined 
the proposition. The counter proposal of the state em- 
braced a proposition carrying the essential principles of 
the proposition now before the general assembly. In 
the original draft of the state’s proposition, reductions 
were made to interior points of the state from 19 to 28 
ber cent, an average of about 25 per cent, with absolutely 
ho relief to the water points. Before the proposal was 
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submitted to the conference of the governor’s counsel 
and the railroads, the governor asked the Wilmington 
delegation to go into conference with his commission and 
the Corporation Commission. 


The proposition before us is the third proposal of 
the railroads, granting reductions to all interior points, but 
omitting entirely the water points, which the governor 
has recommended. The Just Freight Rate Association, in 
a mass meeting in Raleigh ten days ago, condemned by 
unanimous vote the governor’s proposition. This meeting 
preceded the governor’s message one day, and, knowing 
the governor’s purpose, that meeting, advisedly, knowingly 
and purposely condemned the proposal, and at a sub- 
sequent meeting of the Just Freight Rate Association— 
the other was a mass meeting of all the shippers of the 
state—it was condemned, and the proposition now stands 
before the general assembly, a sectional proposal, con- 
demned by the governor’s own conference committee, 
condemned by the Farmers’ Union and condemned by the 
Just Freight Rate Association, and supported only by 
the governor’s Freight Rate Commission and the Corpora- 
tion Commission. 


Long and Short Haul. 


One of the fundamental principles of the State Rate 
Commission passed through the general assembly last 
winter, condemns the long and short haul clause, which 
is a section of the commerce law permitting a carrier 
under certain conditions to carry freight to a more dis- 
tant point at a lower rate than to a nearer point on the 
same line, in the same direction, and yet the very pro- 
posal we are now discussing applies lower rates to cer- 
tain points in North Carolina than it does to points nearer 
the gateways. And the railroads say, “We must apply 
to the Commerce Commission for permission to suspend 
the fourth section of the commerce act.” 


The fourth section of the commerce law is never 
suspended except under conditions of controlling com- 
petition, That is, competition beyond the control of the 
carriers, such as they find at Wilmington and Fayetteville 
and at Newbern and at Norfolk; controlling competition 
is competition beyond the free will and voluntary act 
of the carriers participating in the business. There is not 
a scintilla of reason to justify the Commerce Commission 
in suspending the long and short haul clause as regards 
these new rates. What condition has arisen in North 
Carolina since the Commerce Commission settled the Dur- 
ham and Winston case to reduce the rates from 1 to 5 
cents? What conditions obtain today at Durham or 
Winston or Raleigh which did not obtain a year ago when 
the Commission said what was the law for the adjust- 
ment of North Carolina territory based on the Virginia 
gateways? The effect of this proposal, if it should be- 
come a law, would necessarily be this: Here is an ad- 
justment all over this southern country, based upon the 
Virginia gateways and ramifying into the Northwest, East 
and South. There are certain related rates to Boston, 
New York, Philadelphia, and so on. When you dislocate 
the adjustment of points south of the Virginia gateways, 
or north of the Virginia gateways, you necessarily bring 
about a readjustment of the rates to points. South and 
East and West, etc. If you reduce the rates south of 
the gateways, you dislocate the Norfolk relation, the re- 
lation of rates from Philadelphia, Pittsburgh, Boston and 
New York, and what man would suppose that the Virginia 
gateways, with all their prestige of position, with all 
their capital and power, having enjoyed these relations 





for 30 or 40 years, would yield to an adjustment which 
would make them subservient to Baltimore, New York 
and other points, which would practically mean their ex- 
tinction? Only within the past week, the governing board 
of the Chamber of Commerce of Norfolk received a report 
of a rate expert they had had employed for months, and 
published to the Norfolk public the following: “We find 
that the railroads and steamships control the situation 
at Norfolk to the point of throttling Norfolk.” 

The rate from Boston to Norfolk on a certain article 
is 25 cents, and it is carried through to Lynchburg for 
18 cents, including the rail haul. This simply amounts 
to a penalizing of Norfolk, and from this it must be clear 
that Norfolk would not accept any further diminution of 
her advantages, as would be imposed upon her should 
the proposal under consideration become effective, with- 
out a realignment of her local rates, south. He must 
indeed be a simpleton who supposes that the Virginia 
cities will not contend before the Commerce Commission 
that no reduction of proportionals south of the Virginia 
gateways shall be permitted unless like reductions are 
made in proper rates, so as to maintain the present align- 
ment between these Virginia cities and Carolina territory, 
as related to points North, East and West. To show that 
I am not theorizing, when the railroads replied to the 
state commission, they took the same position I took the 
evening before, and capitalized a whole page with that 
statement; they said if we reduce the rates, if we con- 
vert our locals into proportionals for you, from the West 
and East, we will be forced to reduce likewise the local 
rates from Norfolk, thereby putting you on an exact 
parity with what you are to-day; it will do you no good. 

Now, you reduce the rates both through and local, to 
interior North Carolina, you bring about no new align- 
ment; you reduce the rates positively. You don’t give 
to Raleigh a new relation to Norfolk, because she enjoys 
the same relation she enjoys to-day; she only has a 
lower basis. It applies to all points in the territory ex- 
cept the water points, and the water points, not realign- 
ing upon the Virginia gateways, are thrown entirely out 
of location and penalized to extinction. 


Three Illustrations. 


These are your illustrations. I used them on three 
roads leading out of Wilmington: 

The mileage distance from Norfolk to Wrightsboro 
is 239 miles. The present group rates on “D” class of 
grain from the first point this side of Goldsboro to 
Wrightsboro is 21 cents. Reduce that by 5 cents, ac- 
cording to this proportion, and you have 16 cents. The 
distance from Wrightsboro to Wilmington is 5 miles, and 
our rate is 5 cents plus the rate on Wilmington, equals 
14 cents. So to Wrightsboro, 239 miles from Norfolk 
and 5 miles from Wilmington, the combination on Nor- 
folk is 16 cents under this new alignment, and from 
Wilmington, 14 cents. 

Burgaw is 234 miles from Norfolk 
of 16 cents under the reduction. From Wilmington it 
is 22 miles, and our combination rate is 16 cents. With 
absolutely no relative relief to Burgaw or Raleigh, or 
any other point in the interior, under this new rate we 
would be privileged to share with Norfolk and Peters- 
burg the business to Burgaw. 

Wallace is 228 miles from Norfolk, and the rate 
is 16 cents. It is 38 miles from Wilmington, and we 
would pay 18 cents. We would, under this new bill, be 
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deprived, to the extent of 2 cents, of doing business 
with Wallace. 

The distance from Norfolk via the short line to 
Ivanhoe is 258 miles. The group rate is 22 cents less 
5 cents, 17 cents. We have a rate of 17 cents against 
Norfoik’s 17 cents, and the mileage from Wilmington is 
34 miles. 

Tomahawk is 249 miles from Norfolk, with a 17-cent 
rate; it is 42 miles from Wilmington, with an 18-cent 
rate. Therefore, we are deprived of doing business 42 
miles west of us, going to Fayetteville. 

Councils, on the Seaboard Air Line, is 358 miles from 
Norfolk, the group rate being 22, minus 5 cents, 17 cents; 
34 miles from Wilmington, with a rate of 9 and 9-18 cents. 
You see, we can’t get into Councils under this propo 
sition. 

This is what we are up against. The proposition 
must prove utterly futile in relief to interior points, and, 
if ever effective, ruinous to coast towns. We cannot 
expect the Commerce Commission to reduce proportionals 
unless they reduce locals in like proportion, because there 
is no traffic reason for such a contention, and the rail- 
roads have themselves indorsed this position in unquali- 
fied terms. I repeat that the governor’s proposal will 
prove either a travesty or a tragedy, and submit that 
the state has no right to play either of these 
Surely, when the people understand the situation, they 
will not support a proposition which in its final outcome 
can be of no advantage to interior points, but may prove 
of unmeasured harm to water points. No intelligent 
man doubts that should the railroads file such an ap- 
plication as now proposed with the Commerce Commis 
sion, the Virginia cities would at once apply for the rates 
to be suspended, and this has already proven to be so 
in the fact that the Chamber of Commerce of Richmond 
directed its secretary to suspend the rates proposed by 
the railroads when they submitted to the State Rate 
Commission the proposition to apply the Durham decision 
to other points in this state, and if the Virginia cities 
would be moved to such acton in that case, far greater 
would be their reason for acting in the proposed case, 
which involves larger reductions. 

From the first, the representatives of Wilmington 
have sought to point out that the true relief for North 
Carolina was a water-basing point, and that Wilmington 
offered a splendid possibility for relief to the state. Geo- 
graphically, it is almost on a parity in its relation to 
the primary markets of the West, and the developments 
of this port during the last 10 or 12 years have given 
this port far greater water facilities than obtained at 
Norfolk when she was given her gateway rates. In ou! 
judgment, a case to the Commerce Commission 
result in radical reductions at this port, and, with that 
end accomplished, interior rates would be aligned o2 
Wilmington with results at once substantial and perma- 
nent. And in this connection, it must be remembered 
that in the operation of a basing point, interior points 
realigning thereon, receive proportional rates through the 
basing point considerably lower than proper rates to ‘lie 
basing point. To illustrate: The first class rate from 
the Ohio River crossings to Norfolk on business destined 
to North Carolina, passing through the Virginia gate 
ways, is 32 cents. In like manner, proportional ra‘es 
operating through Wilmington as a basing point, | 
local rates to interior North ‘Carolina points, even 02 
the present scale of intrastate rates, would give su)- 
stantially lower rates than now obtain via the Virgivia 
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cateways, while, with readjusted intrastate rates, bear- 
ing some just relation to mileage distance, would give 
nterior North Carolina points, basing on Wilmington, 
such relief as would send the state forward in rapid 
and permanent development. 
Maximum Rate Bill. 

The maximum rate bill can be made a valuable 
I think it can be fairly said that the bill should 
he amended in these respects: First, amend so as to 
rovide for percentage reductions on combinations of 
ocals. Second, amend so as to permit the application of 
lower rates to more distant points on the same line in 
the same direction, to meet water competition, such as 
obtains to-day between Wilmington and Fayetteville, New- 
ern, Washington, ete. It avails interior points nothing 
for rail carriers to meet water competition at these 
ints, while it would seriously handicap the facilities 
of these water points to be denied access to railroad 
transportation. Third, amend the basis of the scale rate, 
making more distant groups take a rate inversely to the 
distance. The bill is constructed on the principle of 
increase in rates in proportion to distance, thereby local- 
izing the movement of commerce, and arresting the free 
and economic exchange of commodities between distant 
parts of the state. The measure should by all means 
facilitate commercial intercourse between the seashore 
and the mountains, and the present construction operates 
just to the contrary. 


tatute, 


The proposal for the settlement of rate differences as 
recommended by the corporation commission and _ the 
governor, passed the North Carolina House on October 
7 by a vote of 79 to 23. This is the arrangement of rates 
which affords relief to all the towns of the state except 
those upon the coast. 


COMMISSIONER PROUTY 


It is now definitely known that Commissioner Prouty 
will retire in the near future as a member of the 
Interstate Commerce Commission to become director 
of the physical valuation of railways. No formal an- 
nouncement has been made, but arrangements for the 
change are said to have been completed with the Inter- 
state Commerce Commission and with President Wilson, 
with whom Judge Prouty had a conference a few days ago. 

Commissioner Prouty has been a member of the Com- 
mission since December, 1896, when he was appointed by 
President Cleveland, and he has served continuously 
since that time, being successively reappointed at the 
expiration of each term. His present term would expire 
in 1915, 

When legislation was enacted providing for the physi- 
cal valuation of railways, the Commission selected Judge 
Prouty to have general charge of the work. It became 
evident at once that it would be practically impossible 
for him to continue his labors as a member of the Com- 
mission and give at the same time adequate attention to 
the infinite details of the railway valuation work. Com- 
missioner Prouty’s retirement probably will be about 
November 1. 

David O. Ives, general traffic manager of the Boston 
Chamber of Commerce, and one time connected with the 
Wabash system, and Martin S. Decker, chairman of the 
iorthern section of the Public Service Commission of 
New York, and one time assistant secretary of the Inter- 
state Commerce Commission, are mentioned as possibili- 
Ues to succeed him. 
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FIBER VS. WOODEN CONTAINER 


Argument Before Commission as to Relative 
Merits of Fiber Container and Wooden 
Box for Shipping Freight 


At the afternoon session of Oct. 9 Mr. Durbrow con- 
tinued his argument on the proposition that the commod- 
ity rates to and from the California terminals are not 
voluntary rates and therefore are not to be used as 
a measure of a reasonable rate per se. He said the bur- 
den of proving the rate unreasonable is upon the com- 
plainant and that he has not sustained it. On the contrary, 
the carriers put in testimony to show that the rates are 
reasonable. He contended that the wooden box is the 
standard. Any inferior container, he said, must take a 
higher rate, as a sort of penalty for using a less secure 
container. 

“Shouldn’t that be true with regard to different grades 
of wooden boxes?” asked Chairman Clark. 

“Without doubt,” said Mr. Durbrow. 
know what kind of containers were 
classifications and rates were adopted. Here is a point 
that has got to be given consideration. When these fiber- 
board manufacturers began introducing their containers 
they forced the box manufacturers to produce cheaper 
wooden containers, less secure than those which were 
in use at the time these classifications and rates were 
made. 

“It is a fundamental proposition that the rates should 
be graded according to the character of the containers. 
Why, this Western Classification which the Commission 
approved, recognizes the fact that the man who uses the 
best container is really entitled to a lower rate than his 
rival who does not go to the expense of safeguarding 
his shipments.” 

He admitted that a mere examination of the rates 
cited by Mr. Walter showed that the carriers, who have 
only recently realized the importance of the case, have 
been blindly trying to equalize the inequalities produced 
by the containers of different strength. That’s why he 
insisted that the whole question should be put over for 
further examination. 

W. E. Lamb, for the corrugated fiber container manu- 
ufacturers, said that the only duty of his clients is to 
show that their containers are as safe, under similar 
conditions and circumstances, as any other, with ordinary 
eare. He said that his clients should not be penalized 
because transportation faults are caused, not by the fiber 
containers. 

“Fiber boxes do not cause leaky roofs or defective 
doors,” said Mr. Lamb. “When they say a fiber container 
will not stand up under rain coming through a leaky roof 
as well as a wooden box, they merely call attention to 
their own negligence,” said Mr. Lamb. He called attention 
to the fact that none of the testimony shows how much 
of the loss and damage claims arose from defects in the 
fiber containers. There was nothing in the testimony to 
show whether the damage alleged came from anything 
other than rough handling by the servants of the carriers. 
He pointed out that a Santa Fe inspector, under cross- 
examination, testified that he was placing the blame upon 
the enginemen “this year.” Before that, that inspector 
said- he had placed the blame on the brakemen. 

“You can’t penalize our box until you have stand- 
ardized the wooden box,” said Mr. Lamb. 
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When these carriers have said that the flimsy wooden 
box must pay a penalty, then they can begin talking 
about putting a penalty on the fiber container. 

“We make no denial of our selfish interest in this 
matter. We object to rules that discrim\wate against us 
on the mere assertion that our containers are inferior 
to the wooden box based on testimony that does not 
indicate what is meant by ‘damage’ or indicate how much 
money has been paid on account of damage done by the 
We admit that the container is not worth 
was before, but 


fiber container. 
as much after it has been used as it 
we are interested in knowing whether the contents arrive 
condition of the container being 
Because damage is done 


in good condition, the 
of secondary interest to us. 
through failure to use ordinary care is not to be used, I 
exacting a penalty from those 


submit, as a reason for 
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who use fiber containers, which, with ordinary care, will 
stand all the strains of transportation.” 

After the arguments there were a number of con- 
sultations among the fiber men, especially the corrugated 
fiber men, with regard to the complaint filed against the 
railroads by the wooden box men in which the corrugated 
fiber interests have filed an intervention. The object was 
to consider how the issues in it should be met, the fact 
being realized that it is desirable to give the Commis- 
sion data that will be illuminating. 

The contention of the attorneys for the railroads and 
for the wooden box men during the arguments that it 
was a colossal blunder for the railroads to have ever 
admitted fiber containers at the same rates as wooden 
boxes indicated, to the fiber men, what the line of attack 
will be in their complaint against the railroads that give 
the. same rates on commodities regardless of the char- 
acter of the container. 
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PHYSICAL VALUATION DISTRICTS 


THE TRAFFIC SERVICE NEWS BUREA 
Coiorado Building, Washington, D. ( 

The Commission on October 10 announced the fol- 
lowing physical valuation districts, each having substan- 
tially 50,000 miles: 

No. 1 (Eastern), Washington D. C.—Connecticut, Dela- 
ware, District of Columbia, Maine, Maryland, Massachu 
setts, New Hampshire, New Jersey, New York, North 
Carolina, Pennsylvania, Rhode Island, Vermont, Virginia, 
West Virginia. 

No. 2 (Southern), Chattanooga, Tenn.—Alabama, Flor-. 
ida, Georgia, Indiana, Kentucky, Mississippi, Ohio, Pan- 
ama, Porto Rico, South Carolina, Tennessee. 

No. 3 (Central), Chicago, 11l—Arkansas, Illinois, Iowa, 
Louisiana, Michigan, Minnesota, Wisconsin. 

















ee 


No. 4 (Western), Kansas City, Mo.—Colorado, Kansas, 
Missouri, Nebraska, North Dakota, Oklahoma, South Da- 
kota, Texas. 

No. 5 (Pacific), San Francisco, Cal.—Alaska, Arizona, 
California, Idaho, Montana, Nevada, New Mexico, Oregon 
Utah, Washington, Wyoming. 


DEMAND THROUGH ROUTES 


The effort of the Southern Pacific and the Orego! 
Washington to close the Wallula, Spokane, Silver Bow 
and Denver gateways so as to confine freight originatins 
on those roads to the Union Pacific system, was stout! 





resisted at the argument, on Saturday, made in I. & ©. 


No. 202. The lumber interests concentrated in the We*! 
Coast Lumber Manufacturers’ Association made the firs! 


protest, but at the argument they were joined by the 


Portland Chamber of Commerce, the Northwest Frui! 
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Exchange, the Pacific Coast Shippers’ Association, the 
ted Cedar Shingle Manufacturers’ Association and the 
railroad commissions of Washington and Oregon in re- 
sisting the proposed elimination of all through routes 
xcept those made by the Union Pacific and its subsidiary 
ind affiliated roads. 

H. A. Seandrett argued that the elimination of the 
Burlington and the Milwaukee from forming part of 
through routes through various gateways is of no concern 
f those railroads do not object, which is the fact so far 
as this situation is concerned. He said that the Milwaukee 
had made no objection, and for that reason he thinks 
the Union Pacific system is entitled to keep on its rails 
as much of the traffic that originates on its rails as pos- 
sible. Mr. Seandrett treated the proviso with regard to 
through routes as a greater limitation on the power of 
the Commission than it was formerly. 

J. N. Teal, for the objecting shippers, said it would 
be a reversion to accept such an interpretation of the 
proviso, because it would be depriving the shippers of 
the victory they won when the right was given to them 
affirmatively to route their freight as it pleased them, 
within the limitations of the law. He said that for the 
Commission to allow the closing of the gateways would 
be to prescribe the markets in which this man might 
sell or that man might buy. The elimination of the 
gateways and the elimination of Puget Sound steamships, 
in certain cases, he said, results in increased rates on 
lumber of from five to fifteen cents. The same is true 
with regard to fruit in varying amounts. On that score 
the burden is on the railroads. He said that the carriers 
have shown a consistent policy, first, to eliminate com- 
petition between carriers, and then competition in serv- 
ice, such as alternative routes afford. First, they cut 
out the Ogden gateway, he said, then the northern gate- 
ways, and now the Colorado gateways, leaving neither 
competition between carriers nor competition in service. 

Clyde B. Atchison, for the railroad commissions, paid 
more attention to the wool phase of the case, but all 
discussion tended to come down to the question of the 
power of the Commission in such a case as this in which 
the rails of the system that is trying to keep traffic for 
itself, reach termini on the Missouri that are also reached 
by the rails of carriers whose rails heretofore have formed 
parts of the through routes which it is proposed to close. 





SUSPENDED TARIFFS 


By an order entered October 13, in I. and S. Docket 
No. 325, the Commission suspended from October 15 until 
February 12 the operation of Supplement No. 1 to the 
Missouri Pacific Railway Company tariff I. C. C. No. A1269. 

The suspended supplement provides for the cancella- 
tion of proportional rates on grain and grain products, C. 
L., from points in southern Illinois to Texarkana, Ark.- 
Tex., which would have resulted in material increases; for 
example, the present and proposed rates from Chester, III., 
to Texarkana are: 








In cents per 100 lbs. 


Proposed. Present. Increase. 
Wheat and flour .......... 27 20 7 
RR ate re saa wie a 18 5 
UMN a tg eice ns Lae sae 30 22 8 


By an order entered October 11, in I. and S. Docket 
No. 324, the Commission suspended until February 12 the 
operation of the following tariffs which were to have be- 
come effective October 15, 1913, except as indicated: 
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Buffalo, Rochester & Pittsburgh Railway Co.: 

Supplement No. 8 to I. C. C. No. 3466. 

Buffalo & Susquehanna Railway, H. I. Miller, receiver: 

Supplement No. 6 to I. C. C. No. 1626, effective Oct. 
16, 1913. 

The Lake Shore & Michigan Southern Ry. Co.: 

Supplement No. 20 to I. C. C. No. A-2733. 

The New York, Chicago & St. Louis Railroad Co.: 

Supplement No. 5 to I. C. C. No. 3275. 

Pennsylvania Railroad Company, Northern Central 
Railway Company, Philadelphia, Baltimore & Washington 
Railroad Company, West Jersey & Seashore Railroad Com- 
pany: 

Supplement No. 8 to G. O. I. C. C. No. 3420. 


The suspended tariffs proposed to increase by one cent . 


per 100 pounds rates applicable to the transportation of 
grain, ex-lake, from Buffalo, N. Y., to Pittsburgh, Pa., 
and points taking Pittsburgh rates. The present rate is 
7% cents per 100 pounds and the proposed rate 8% cents 
per 100 pounds, 

September 23, in I. & S. No. 223, the Commission 
further suspended from October 21 until April 21 sched- 
ules in Leland’s tariff, I. C. C. No. 986, by which it was 
proposed to advance rates on lumber and articles taking 
lumber rates from Texas points to stations in Oklahoma, 
Kansas and Missouri, including Kansas City, on the line 
of the Atchison, Topeka & Santa Fe Railway north of 
Tulsa, Okla. These schedules were originally suspended 
from June 23 until October 21. 





By an order entered October 9 in I. & S. Docket No. 
320 the Commission suspended from October 17 until 
February 14 the operation of certain schedules in sup- 
plements Nos. 6 and 7 to Lehigh Valley Railroad Co. 
I. C. C. No. D-509. 

It was proposed by the suspended schedules to ad- 
vance rates for the transportation of anthracite coal from 
mines in the Wyoming district of Pennsylvania to Perth 
Amboy, N. J., the present rate on prepared sizes being 
$1.40 per ton of 2,000 pounds, and the proposed rate 
$1.55 per ton of 2,000 pounds. 





By an order entered October 11 in I. & S. Docket No. 
322 the Commission suspended from October 15 until 
February 12 item No. 6 of supplement No. 2 to Wsahburn’s 
I. C. C. No. 108. 

lt was proposed by the suspended item to cancel a 
commodity rate of 25 cents per 100 pounds applicable 
to black strap molasses in tank cars from New Orleans 
and Port Chalmette, La., to Knoxville, Tenn. Rate of 
33 cents per 100 pounds would have been applicable as 
a result of the cancellation proposed. 





By an order entered October 9 in I. & S. Docket No. 
321 the Commission suspended from October 11 until 
February 8 schedules contained in Louisville & Nashville 
I. C, C. No. A-12819 and supplement No. 1 thereto. The 
suspended schedules proposed to reduce by from 5 to 25 
cents per ton, rates on coal, from mines on the L. & N. 
in Virginia located west of Middleborough, Va., to points 
north of the Ohio River. The Black Mountain Coal Co. 
et al., opérating mines located east of Middleborough in 
the St. Charles district, claim that the proposed reduction 
is a discrimination against their mines, in that a similar 
readjustment is not made in rates from mines east of 
Middleborough. The present rates from mines in the 
St. Charles district are the same as rates from mines 
in the Middleborough-Jellico district. 








ARGUE ON SWITCHING RATES 


THE TRAFFIC SERVICE NEWS BURA! 
Colorado Building, Washington, D. C. 


Arguments were made on Friday in the complaint 
of the Iowa & Southwestern Ry. Co. against the Burling- 
ton, in which the petitioning railroad seeks to force joint 
through rates and reciprocal switching arrangements 
with the Burlington. Judge J. H. Henderson appeared 
for the I. & S. W., and R. B. Scott for the Burlington. 
The petitioning road is 17 miles long, extending from 
Clarinda to Blanchard, Ia. It runs between two branches 
of the Burlington, and Mr. Scott claims that it is noth- 
ing more than an attempt on the part of the Wabash, 
which connects with the I. & S. W. at Blanchard, to 
get the use of the Burlington terminals at Clarinda, and 
deprive it of the lion haul from Chicago, St. Joe, St. 
Louis, and other points west of the Mississippi. 





Immediately after that case Martin E. 
the Wichita Business Association, argued the complaint 
of that organization against the Atchison in which the 
Agricultural Implement Dealers of Wichita seek to 
be placed on a parity with dealers at Kansas City. A. 
A. Hurd, for the Atchison, claimed that the whole 
case was based on a misapprehension of the rates ap- 
plicable from Wichita to the Panhandle of Texas, which 
is the territory the Wichita dealers desire to reach. Mr. 
Casto claimed that Judge Hurd, in his brief, announced 
the willingness of the Atchison to make a rate ad- 
justment between Wichita and the Panhandle, which was 


Casto, for 


better than the Wichita dealers had asked for. Judge 
Hurd, however, insisted that all the Atchison are of- 
fering in their brief are the rates which the Wichita 


people had paid instead of the rates which they thought 
they had paid. Commissioners Clements, McChord and 
Marble undertood to straighten out the tangle, but an- 
nounced that it was obvious that the Commission would 
have to go to the record and the transcript of testi 
mony before it could get any light. 


NEW OPINION ON SHERIDAN COAL 


TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Commission has handed down a supplemental 
opinion in the complaints of the Sheridan (Wyo.) Chamber 
of Commerce against Chicago, Burlington & Quincy et 
al. The complaints were reheard upon the application 
of the defendants. The original hearing dealt with rates 
on coal from Sheridan to destinations on the Chicago & 
Northwestern in Nebraska and South Dakota, in South 
Dakota on the Milwaukee and east and west from Billings 
on the Northern Pacific. On the rehearing, operators 
near Kirby, Wyo., were interveners, asking for an ad- 
justment of rates so as to bring about a proper relation- 
ship between rates from Sheridan and Kirby. 

The Commission holds that coal should move to 
points on the C. & N. W. and the Pierre, Rapid City & 
Northwestern at the same rates, and has prescribed rout- 
ing from Sheridan. 

Joint rates should be established from Kirby to C. 
& N. W. destinations and Pierre, Rapid City & North- 
western not higher than one dollar from Sheridan. 

For distances not more than 500 miles from origin 
joint rates should be made from Sheridan to Northern 
Pacific points east of Billings not more than 40 cents 
over Red Lodge. To points west of Billings not more 
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than 55 cents over Red Lodge. From points east and 
west of Billings on the Northern Pacific joint rates should 
be established not more than 56 cents over Red Lodge 
To points between 500 and 600 miles from Sheridan ti. 
differentials should be decreased 10 cents from thos 
suggested and for each additional 100 miles the decre 
in differentials should be 10 cents. 

In commenting on the situation, Commissioner Meye) 
who wrote the opinion, says it is possible for a carrie! 
to discriminate against a place which it does not reach 
with its own rails; also that the difference in cost of 
production cannot be recognized as an adjustment of 
freight rates between different communities . 


EXPRESS RATE ORDER SUSPENDED 


The Commission on October 14 suspended the effectivy« 
date of its order in the express rate cases from October 15 
to December 1. It declines to revise rates, but may, if 
necessary, grant more time for the revision of tariffs. 

The express companies have signified their willing 
ness to accept the rates on packages weighing more than 
100 pounds if they were permitted an increase of 3% cents 
on packages weighing less than 100 pounds. 

Had the Commission granted this request 
have meant an additional aggregate charge of over $3,000, 
000° per annum on express shipments. 

In refusing the request the Commission 
would allow the express companies until Dec. 1 to put 
the new rates into effect. If they show that they hav 
been diligent in their efforts to comply by that time and 
there is s ill some difficulty, a brief extension may b: 
granted. 

It is expected, however, that the express companies 
will not accept the Commission’s ruling without a fight in 
the courts. 





it would 


stated 


GRANTS REHEARING 


Rehearings will be granted on the following cases 

4215. Auto Vehicle Co. vs. Pennsylvania Co. et al 
and Subs Nos. 1, 2, 3, 4; and 

4537. J. W. Leavitt & Co. vs. C. C. C. & St. L. et al 
Commission’s order of May 5, 1913, set aside. 





5383. Orgil Brothers & Co. vs. Illinois Central. Con 
mission’s order of June 5 vacated and dismissed and cast 
reopened. 

4938. Tusten Seed & Produce Co., Litd., vs. Vicks 


burg, Shreveport & Pacific. Order of February 3, 1913, set 


aside and case reopened. 


FIVE PER CENT INCREASE TARIFFS IN 





All the five per cent increase tariffs have been filed, 
the last coming in October 4. Among the last arrivals are 
those from the Pennsylvania, B. & O., New York Central, 
New Haven, Chesapeake & Ohio and Norfolk & Western 
Lake Shore, Nickel Plate, Lehigh, B. & O. S.-W., Erie and 
Eugene Morris came in Monday afternoon. 

The first of the five per cent tariffs, as before stated 
was that of the Michigan & Erie Railroad & Navigation 
Company. Whether that was intended to be part of the 
move to procure the higher rates is not known, but inas- 
much as the increase amounted to about five per cent. | 
was taken as being the first-comer under that move. 

How soon these tariffs will be suspended may be in- 
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rred from the fact that when the appointment of Louis 
Brandeis to be attorney for the Commission in the con- 
ieration of that matter was made, it was announced that 
mmissioner Harland would set the first of the hearings 
the subject early in November. 

The whole matter is merely one of office routine, the 
ict having been disclosed when the application for the 
reopening of No. 3400 was denied, that the Commission 
would not grant the increase, if at all, except as the re- 
sult of a careful investigation. 





REFUSES REHEARING 


THE TRAFFIC SERVICE NEWS BUREAUL, 
Colorado Building, Washington, D. C. 
The Commission has denied petitions for rehearings 





in the following cases: 

5180. C. G. Blake & Co. vs. 
also in Subs. 1 and 2. 

4899. O. T. McKendree vs. Southern Pacific; 4988, 
Salles & Chicorp vs. Southern Pacific; 5345, J. G. Johnson 
vs. Southern Pacific, as one case. 

5183. Eggerss-O’Flynn Co. vs. Chicago Great Western 
R. R. Co. et al. 

3595. Lesser-Goldman Cotton Company et al. vs. St. 
Louis, Iron Mountain & Southern Ry. Co. et al. 

3729. Klauer Manufacturing Co. vs. Atchison, Topeka 
& Santa Fe Railway Company et al. 

5017. E. J. McLean & Co. vs. the Denver & Rio Grande 
R. R. Co. et al.; 5284, Frank Bond et al. vs. Boston & Al- 
bany R, R. Co. et al., as one case. 

5249. The Aransas Pass Channel & Dock Company ys. 
Galveston, Harrisburg & San Antonio Ry. Co. et al. 

1428. Moore Hardware & Iron Company et al. vs. Chi- 
cago, Rock Island & Pacific et al. 


Central Vermont et al., 


TAP LINE ORDERS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Three tap line case orders were issued by the Com- 
mission Thursday. The first modifies the order of June 
22, 19138, modifying the orders dated May 14, 1912, and 
Oct. 30, 1912, in so far as they related to the Angelina 
& Neches River Co. so that they become effective May 
1, 1912, on the ground that the things commanded by 
the orders after that day had been done. 

That the order of June 18, 1913, setting aside the 
orders of May 14, and Oct. 30, 1912, so far as they re- 
lated to the Gould Southwestern, dismissing that com- 
pany as a party, be dismissed as of Aug. 28, 1912, the 
conditions therein commanded having been brought about 
on or before that date. 

The third sets aside and discontinues the case against 
the Fourche River Valley & Indian Territory, the Chicago, 
Rock Island & Pacific and F. A. Leland, under orders of 
1913, and June 3, 1913. 








March 22, 


EFFICIENT FREIGHT CAR SERVICE 





The accompanying table, compiled from figures pre- 
ared by the American Railway Association, is sent to 
THE Trarric WorxLp by B. C. Stevenson, vice-president, 
Toledo, St. Louis & Western. Probably Mr. Stevenson 
feels an easily justifiable pride in the row of figures fol- 
lowing the initials “T., St. L. & W.,” and men interested 
n freight-car efficiency may find it worth while to look 
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over the figures rather carefully. Perhaps Mr. Stevenson 
may be induced to tell us how he goes to work to get 
the 40.4 average miles per car per day and the 75.3 per 
cent loaded mileage. 


Average 
Total | Mileage Per Cent 
ee a Per Car Loaded 
oads, Mileage. Per Day. Mileage. 
JANUARY & r Day. Mileage 
le Rt a= baer ae odd a 3,473,286 19.4 69.8 
Chi oa + iso obec ease 5,547,258 16.1 73.6 
Os) MR ling « Rhiwb eda 0 ol kad 2,969,809 20.7 70.0 
ie? Wee, Se eine .d:d bob de 15,413,560 43.5 69.3 
Pennsylvania Co. .......... 67,981,501 23.3 67.7 
ey BO eee 12,188,912 18.3 74.0 
ee es ee Ee UW hwiksak occas 4,529,321 38.1 73.1 
We 5 Saale pa nein dsb o ensea 749,822 20.1 63.5 
WE, Ci Hage. Noahs éavin.c 23,504,848 24.9 69.8 
ee MRS er ee 4,699,099 16 6 61.9 
Totals for Group (19 roads) . 162,301,071 22.2 68.2 
FEBRUARY— 
ie ee err i Rotana al 3,187,538 19.8 72.7 
ee OR ee CPE rey eee 5,157,773 15.4 73.8 
oS a ae Serr oe eee! 18.2 70.0 
ie ee ee CO in oaks 4a 00-0 13,279,815 40.4 73.8 
Pennsylvania Co. .......... 61,116,769 23.1 69.3 
Pere Marquette ........... 10,574,845 17.7 79.0 
ie RES Saas 4,091,283 43.9 79.0 
WH pmlteaht #0 i 6d enabi 6,858,663 18.9 65.4 
WRG. Sabiesdws os. 05+. 42005 Se 25.4 69.8 
J Fg ON SES 4,587,217 205 60.2 
Totals for Group (19 roads) .146,028,015 22.00 69.8 
MARCH— 
Cie th NG a Sanwts kee aet sca 2,916,892 14.6 73.0 
= FS SR eee 4,651,771 13.2 75.0 
REL TE Be aigdie b eos auto ds pthc 2,871,960 19.1 70.0 
i Fe, a Mss Ma oe bie’ Sing 13,029,297 35.1 72.2 
Pennsylvania Co. .......... 56,184,082 19.3 70.8 
Pere Marquette .......6.6 12,158,969 16.2 77.9 
i Wa 6a waco nae 3,813,319 38.8 75.1 
ARE re 5,824,849 14.1 67.2 
EE ed's cng Oars BA 06.2 bln 21,778,239 25 5 73.3 
. ae ee Pere 3,616,937 13.8 61.9 
Totals for Group (19 roads) .140,846,922 19.0 70.9 
APRIL— 
Se OS eee 4,729,167 19.9 76.4 
le Oe A eee re eee 3,347,026 9.6 77.5 
Oe. Ws OE Bit a ainace drkcinle Cle 6 abae 2,609,150 20.2 70.0 
Ds We Ee ee Ee Bnee ce cens 11,924,594 37.7 767 
Pennsylvania Co. .......... 54,591,932 17.6 73.6 
Pere Marquette ........... 12,484,681 17.5 76.7 
ie ee a ee Wek iwi swe on 4,811,544 39.4 79.0 
I ocak dada os ene oe 6,106,280 14.9 72.8 
WOE | nao 42.046 6'on trees a) ee 28.9 68.0 
Wee Bas Mewst Ss. eilbec Keds 3,309,182 11.0 66.8 
Totals for Group (19 roads) .143,097,285 18.6 72.5 
MAY— 
ae i OG au ky eo ad ale «ce ee 4,345,138 19.6 66.2 
ae TF SS Fear 6,494,899 13.4 71.7 
ee 2 ea ee 2,755,378 19.9 70.0 
i, ee ee. ee Bee aces ut 12,549,473 37.0 74.6 
Pennsylvania Co. .......... 72,240,434 21.7 70.5 
Pere Marquette ............ 11,359,019 16.4 75.6 
Wis, SEs hs GN WE de dbeececvvec 4,933,355 42.1 70.6 
RY a, hen baa emne a's 6,673,191 15.2 70.4 
Weber isos cs icee cs... es See 28.2 68-5 
ig SE ls tno Rms +h one 5,940,101 17.5 65 5 
Totals for Group (19 roads) .174,439,528 21.3 69.2 
AVERAGE PER MONTH FOR 
FIVE MONTHS— 
aa I ee ee ee 3,730,404 18.3 71.6 
a, We ER. c uss ep oines becca 5,037,541 13.2 74.3 
Oe eee rere et eee 2,758,810 19.1 70.0 
i Bae, CR, Dh eitenecnes 13,239,347 37.6 73.3 
Pennsylvania Co. .......... 62,422,943 21.0 70.4 
Pere Marquette ........-.0: 11,753,285 17.2 76.6 
ey ek Ooo. 0-6 cada camer 4,495,764 40.4 75.3 
WE (isebecucwckabeavemen 6,592,381 16.6 67.9 
WE ok. he 5 vs o.d0:d osm 00, ee 26.6 69.9 
We? Ms Shs 6c cdd eae Aber 4,430,507 15.9 63.3 
Totals for Group (19 roads) . 153,342,530 20.6 72. 





DETROIT TRANSPORTATION ULUB. 

The Transportation Club of Detroit will give a “past- 
presidents’” luncheon on October 18, on which occasion 
each of the following past-presidents will address the 
members for five minutes: A. A. Schantz, general man- 
ager, D. & C. Navigation Co.; D. S. Sutherland, general 
agent, Michigan Central Railroad; C, F. Bielman, gen- 
eral manager, White Star Line; A. Patriarche, vice-pres- 
ident, Pere Marquette Railroad;.G. W. Parker, general 
express and freight agent, D. U. Railway; W. G. Norvell, 
traffic manager, Parke, Davis & Co.; L. M. White, gen- 
eral agent, Missouri Pacific Railway. 
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SOUTHERN CLASSIFICATION HEARING 


Committee Holds Open Meeting and Hears Nu- 
merous Complaints and Petitions for Changes 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
The Southern Classification Committee began its 83d 


regular meeting at the Raleigh hotel on Monday morning. 
The expectation then was that the greater part of the week 
would be consumed in the arguments for and against pro- 
posed changes. 

Cc. T. Bradford, assistant traffic manager of the In- 
ternational Harvester Co., objected to the proposed in- 
crease of the minimum from 20,000 to 24,000 corn pickers 
and huskers SU or KD in packages or loose. He admitted 
that they could be loaded to 28,900 pounds, but commercial 
necessities make the 20,000 minimum necessary. He also 
asked for third class instead of second on KD shipments. 
He had no objections to the changes proposed with regard 
to harrows, with or without sower attachments. He did, 
however, object to third class on wooden poles finished and 
loose in L. C. L. He thought they should retain four-class 
rating. 

W. F. Greer of the General Roofing Co. asked for the 
addition of a description under the item Asbestos Roofing 
so as to allow cartons of a content of one cubic foot and 
weight of sixty pounds. He also suggested that with such 
shipments separate cartons of cement be allowed at a 
weight not exceeding 15 per cent of the weight of the 
roofing material. 


W. S. Guy, assistant traffic manager of the Carnegie 
Steel Co., approved the addition of locomotive axles to the 
item providing for L. C. L. shipments of car axles. 


Mr. Billings, representing the Association of American 
Cement Manufacturers, which, he said, is composed of 90 
per cent of the manufacturers whose output is 90,000,000 
barrels annually, objected to the elimination of the word 
linen before tags in the re-cast item providing for the re- 
turn of used cement bags. He said his people have 300,000 
bags, on which the annual loss is 1,000. They believe the 
loss will be materially increased if the railroads do not 
require the use of linen tags on return shipments. 


H. W. B. Glover of the Virginia-Carolina Chemical 
Company objected to the proposed increase of the minimum 
on burlap or gunny bags from 25,000 to 30,000. He said that 
25,000 is the average small mill’s annual purchase. 


The roofing material men made strenuous obj2ctions to 
the proposed limitation of % of an inch to the flat wire 
item. Mr. Baumgartner of Roeblings suggested five inches 
as the limit, and J. A. Coakley of the American Steel & 
Wire Company suggested 12 inches. 


M. J. Mahoney of the U. S. Cast Iron Pipe Co. ob- 
jected to the application of fifth class to drip pockets, con- 
necting bolts, sediment traps or expansion joints, with or 
without brass sleeves, in packages or loose. 


J. L. Gramaham, traffic manager for the R. J. Reynolds 
Tobacco Co., objected to the cording and sealing of cigar- 
ette containers. He said it is the only kind of freight that 
is so penalized. He had no objection to the wire binding 
requirements as to expensive cigars, but he thinks that 
to require such packing on cigarettes is unreasonable. 

Julius Hafner, speaking for President Ross of the cor- 
rugated fiber container manufacturers, asked that the sub- 
ject be referred to the efficiency committee of the carriers 
and manufacturers. Hugh Miller of Brooklyn, a fiber con- 
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tainer manufacturer, exhibited a container for cigareties. 
He said the sealing strip cannot be soaked off without its 
being destroyed. Chairman Powe said the committee would 
make an examination of packages in that container. 

C. P. Heindle of the Vehicle League of Chattanooga ob- 
jected to an increase in the minimum, from 8,000 to 10,000, 
on vehicles other than self-propelled. E. J. Peyton ot 
Evansville also objected, but Chairman Powe said that | 
inclusion of the increase in mimimum was an inadvertence 
and was not intended to be connected up with other parts 
of that item. 

Paint and varnish occupied nearly all of the Monday 
afternoon and Tuesday morning sessions. The metallic 
casket people, one wire broiler man and two blacksmith 
fore, blower and drill men took up some time Tuesday 
morning, but the paint and varnish men were the only 
ones who made what might be called a stiff fight, 
although one solid rubber tire man from Akron, O., made 
an earnest plea for a carload rating on his product. 

The mixed paint and white lead people mixed it up, 
the former on account of being made one grade higher on 
their products than the competing white lead. The paint 
men all asked to have one list made of the paints and 
varnishes. 

To put an end to some of the arguments Chairman 
Powe asked Frank L, Campbell of the Lucas paint people 
what he would think if the committee should tell him 
that its members had made a mistake when they rated 
white lead in oil one class lower than mixed paints. 

“You'd greatly relieve my mind,’ said Mr. Campbell, 
who proceeded with his argument under great steam. Mr. 
Powe looked a little dismayed over the stress Mr. Campbell 
was laying upon the assertion that a great injustice was 
about to be done to the ready mixed paint people. Mr. 
Campbell said the difference in rating would drive th« 
mixed paint people out of Southern Classification territory 
Mr. Powe interrupted again. 


“Well, the committee did make a mistake,” he said, 
making an open confession, which brought the argument 
on that phase of the matter to a stop right there. 


O. N. Nubald, the first man up at the afternoon session, 
said that their changes on fruit juices, fountain syrups 
and syrups not otherwise indexed would be satisfactory if 
the effective date were not made until after June 1 next 
because the people he represents have made delivered con- 
tracts up to that time. 


In behalf of the government, G. W. Smith of the post- 
office department asked for third class on paper facing slips 
in bundles, instead of stationary N. O. S. He said that 
half the slips are printed and half plain. 


Mr. Nubald asked for the elimination of the note un- 
der liquid carbonic acid gas. Julius Hafner, in behalf of 
a man who could not be present, asked for a note under 
carpets and carpeting, allowing packages weighing not 
more than 60 pounds to be wrapped with two thicknesses 
of not less than 70-pound paper; also burlapped bales in- 
stead of merely burlapped rolls or bundles. 


O. L. Bunn asked for a special iron rating on orn 
mental cast iron dummy cannon carriages, which th: 
Chattanooga Car & Foundry Co. had been making for us¢ 
in the national cemeteries, but for which there is comins 
to be a demand outside. It was suggested that they b« 
listed as carriages for Quaker guns. 


Mr. Bradford asked for second-class on miniature 
farm wagons, which are not exactly toys. He also aske 
for a more liberal farm machinery mixture. Mr. Glover 
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ced for fifth class on a paint made from the pitch of 
ttonseed oil, 

Frank L. Campbell, the first of the paint men, was 

forward to state the objections generally and to be 
sacked up in detail by other paint men. He objected to 

heading, “Paints, Paint Materials and Putty.” He 
wants it to be “Paints and Varnishes,” not merely as a 
convenience for those who have to ship, but because of the 
impossibility of saying where paints end and varnishes be- 
ein, or vice versa. He thinks the word asphaltum should 
be taken out of the varnish description. His objection was 
to liquid or paste; he wanted it to be all either wet or dry. 

“You have increased the carload rating from sixth to 
fifth. We consented to an increase of the minimum from 
30,000 to 36,000, but now you are giving it to us double by 
raising the rating.” 

Mr. Titus, of the Devoe-Reynolds Co., objected to the 
jump from fifth to second on dry paint. Mr. Powe wanted 
to know whether he thought sixth and fourth would be 
right and Mr. Titus consented. Mr. Campbell thought the 
dry should be less than the liquid. 

Under the heading, “Paint, Paint Materials and Putty,” 
Mr. Campbell said that that is where the great injustice 
is being done to the mixed paint people by giving the white 
lead the lower rating. He said that mixed paints and white 
lead mixed with linseed oil are competitors. He said the 
same sort of discrimination was carried in the rates on 
zinc oxide, which weighs less than either lead or mixed 
paints. 

“The discrimination gives the lead interests an advan- 
tage against which the mixed paint people could not strug- 
gle with any hope of success,” said Mr. Campbell. “You 
will be told that white lead ought to have a lower rating 
E because of its weight and density, but zinc oxide, to which 
: you give the preference also, is lighter than mixed paints.” 

It was at that point that the chairman announced that 
the committee had made a mistake, thereby robbing George 
i A. Muir, of the National Lead Co., of much of his argu- 
ment. Mr, Muir took the floor immediately after R. C. 
; Jones of the Philadelphia Chamber of Commerce had re- 

ceived assurances that containers in which Philadelphia 
is interested would be recognized under the classification 
as suitable for shipments. Mr. Muir contended that white 
; lead, which contains only eight per cent of linseed oil, sim- 
i ply enough to keep it moist, should take a lower rating 
than mixed paint which is ready for use. White lead is a 
raw material, he contended, to which oil must be added 
before it can be used. He said it is entitled to a lower rat- 
ing than mixed paint because of its weight and great sal- 
vage in case of accident. He wanted litharge to be rated 
as litharge and that dry lead should take sixth class. 
When Mr. Muir had finished Mr. Campbell returned to 
urge a mixture of two or more kinds of paint, putty, paint 
materials and oil or turpentine. ‘‘We can ship oil and tur- 
pentine combined with coloring matter in one can, but we 
would like to ship them in two cans if desired.” Chairman 
Powe asked if the linseed oil people would like that, and 
; Mr. Campbell said he did not know. Mr. Powe said that 
the committee on one occasion had tried something of that 
kind and got into various kinds of trouble. He added that 
he thought linseed oil men would object. 

“Give us the names of the oil men who object and 
we'll get the objections withdrawn,” said Mr. Campbell 
jocularly, 

Mr, Griffith of the American Can Co. made a plea for 
his flat-top completely-jacketed container, remarking that 
One of his containers had been completely shut out. 
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J. M. Belleville, of the Pittsburgh Plate Glass Co. 
and president of the National Industrial Traffic League, 
advocated mixtures of paint and varnish. 

J. E. Klamm of Cleveland did likewise, and Mr. 
Campbell suggested 30,000 minimum for varnish in Car- 
loads. He said the ratings should be as paint. He said 
that while varnish runs as high as 70 cents a gallon, 
there is varnish as low as 18 cents. It runs 10 pounds 
to the gallon in bulk and 10 per cent more in cans in 
boxes. He wants the same rate in boxes or barrels. 

Forensically speaking, R. E, Clarke seemed to have 
the best case before the committee. He came before 
its members holding a tinned wire broiler, the kind that 
is used when steaks are not too high, and asked the 
committeemen if that looked like a one-and-a-half-times 
first class proposition. He said it has heretofore been 
rated third class, and he could see no reason for the 
terrific jump. He said the price, wholesale, is about 14 
cents and that it loads 25 pounds to the cubic foot. 

“Metallic caskets are a luxury,” said G. L. Cory of 
the Springfield (O.) Metallic Casket Co. “You can get 
a wooden coffin anywhere, but if the metallic casket 
can be had at a reasonable price, it moves to the South. 
We have not had any carload business in the South, but 
if you will give us a carload rating, third class, 12,000 
minimum, we will make no objection to the increases on 
in G da” 

Answering Chairman Powe, Mr. Cory said he did not 
know that his people are the only carload shippers in 
the country. He did not believe they are. 

O. L. Bunn wanted a mixed carload rating on wheel- 
barrows and drag scrapers. He said the Western Classi- 
fication gives it to his Chattanooga people at sixth class. 
The committeemen were not favorably disposed, judging 
from the comment that wheelbarrows are not used so 
much in road building as in the construction of steel 
buildings. 

Mr. Kreitzler of Akron, O., telling about the slump 
in the price of rubber, said it is a mistake not to allow 
carload ratings in the South on solid rubber tires. 

Mr. Glover said that class D rating on ground cotton 
hulls, worth only $7 a ton, when hay is $15 to $20, is 
exceedingly high. He said the rating being made higher 
than on hulls not ground is as logical as would be to 
rate wheat bran higher than wheat. 

C. B. Long of the Champion Blower and Forge Co. 
of Lancaster, Pa., and H. S. Whiting of the Buffalo Forge 
Co. asked for a mixture of blacksmiths’ blowers, forges 
and post drills, as an initial installment for blacksmith 
shops. They have it in Official, sixth class, and are willing 
to accept a 24,000 minimum. 

The corrugated fiber container people made the 
strongest fight at the Tuesday afternoon session against 
being placed, as they said, at a disadvantage with the 
solid board people. E. C. Wilmore of the Sefton Manu- 
facturing Co. of Chicago, Robert T. Hunt of the Hunt- 
Crawford Co. of Coshocton, O., and Thomas McFadden 
of the Hinde & Dauche Co, of Sandusky protested against 
the increase from third to second on L. C. L. in boxes, 
bundles or crates, and from fifth to fourth on C. L. cor- 
rugated board, K. D. flat or folded flat. They said that 
that is too great a disadvantage, especially on the L. C. L., 
which they want kept at third class, even at an increased 
minimum. They suggested that the railroads might in- 
crease the minimum from 24,000 to 30,000, especially on 
a 40-foot car. 

On Wednesday morning odds and ends of vehicle and 
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wire basket crates were considered, Messrs. Schneider 
of the Eberly Wheel Works and Clark of the Hickory 
Products Association stating the objections of the in- 
terests they represent. On tin cans and wire baskets, 
Messrs. Campbell of the Central Stamping Co., Mr. Jep- 
son of the Wheeling Corrugated Co. and Mr. Miller of 
Lalance-Grosjean Co. made representation against the 
proposed increases. 

The members of the Southern Classification 
mittee were able to finish their work shortly after noon 
on Thursday. Just before adjournment O. L. Bunn, rep- 
resenting the Chattanooga Manufacturers’ Association, 
extended a warm invitation from the mayor and other 
officials of that city and the association to hold the 
eighty-fourth meeting in that city. Mr. Bunn read a 
telegram from the association he represents, in which 
he was warned that the organization was depending upon 
him to bring the committee to their city. 

The Wednesday afternoon and Thursday morning 
meetings were devoted to the clearing up of odds and 
ends and the hearing of belated representatives of ship- 
pers. Only comparatively new propositions were placed 
before the committee. At the Wednesday afternoon meet- 
ing Albert Kaufman, on behalf of the shippers of wom- 
en’s and children’s hats, earnestly contended for a lower 
rating on ready-to-wear hats, such as are nested and 
shipped in fiber containers. He pointed out that double 
first-class on hats selling for $1.75 a dozen and only first- 
class on hats sellings for $18 and $25 per dozen is an 
absurdity growing out of the committee’s obvious desire 
to separate trimmed and untrimmed hats. He sympa- 
thized with the committee, and suggested that by provid- 
ing first-class on hats nested three or more in a carton 
the end desired could be accomplished, because trimmed 
hats cannot be placed more than one in a box or carton. 
He submitted samples showing that if the machine was 
run so as to make a plain band or binding the hat car- 
ries first-class; if it is run to make a rosette it takes 
double first. 

“You are taking extreme cases,’ objected Chair- 
man Powe, but before he had finished Mr. Kaufman 
appeared to have impressed the committeemen with an 
idea that there is some change necessary, especially be- 
cause the Atlanta milliner or hat maker must, in ship- 
ping north and east, equalize more favorable rates than 
New York competitors are able to get by reason of 
having no land haul on their raw materials. 


Clarence Watkins and Julius Hafner appeared on be- 
half of lamp chimneys and lantern globes. The former 
said it is impossible to load to the 20,000 minimum with 
lantern globes. Mr. Hafner, on behalf of the fiber con- 
tainer men, approved the 40-pound limit for cartons con- 
taining chimneys and globes. Mr. Hafner asked that the 
proposed elimination of fiber as containers for fur be re- 
ferred to the efficiency and economy committee, 


After-hours hearing was given to M. N. Billings, 
Oscar F. Bell and J. F. Maloney on pipe fittings and 
things of that kind. They submitted their propositions 
in writing, of which Mr. Bell, for Crane & Co., made 
verbal explanations, Earlier in the afternoon Mr. Maloney 
asked for fifth-class on manhole covers, loose or in 
bundles, on the ground that they are rough castings, with 
no liability to damage. 

At the Thursday morning session C. M. Taylor asked 
for a rearrangement of articles made by the pad manu- 
facturers and school form supply manufacturers. He 
said the rearrangement would not reduce revenue of 
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anything of that kind, but would make the classification 
more logical, from his point of view. 

Jacob Heller of Norfolk, Va., objected to plain and 
corrugated fiber being classified together. He asked for 
first on unnested corrugated and second on nested, L. ©. L, 

C. F. Bertschy of Milwaukee said the brewing inter- 
ests cannot stand for the full beer rate on empty re. 
turned bottles. He said that whole subject is the bane 
of the brewer’s life. His suggestion was the making of 
some sort of an arrangement, analogous to transit rules. 
whereby half the beer rate can be applied to bona fide 
returns. 

P. M. Hanson, for the enameled ware people, sub 
mitted a mixture proposition in writing. 

Frank L. Sullivan asked for a specific rating on 
grits and corn flour, in barrels, instead of the uncer 
tainty that now prevails. 

Chairman Powe said it was necessary to change the 
barrel rate, estimated 200 pounds, because some shippers 
have been sending barrels weighing as high as 350 and 
400 pounds on the 200-pound rate. 


THE NEW ENGLAND INVESTIGATION 


B. Campbell, vice-president, Boston & Maine Railroad, 
has prepared a brief and argument in the matter of rate 





classifications, regulations and practices of carriers in 
New England, for the Boston & Maine Railroad, in a 
supplementary hearing before the Interstate Commerce 


Commission, the Maine Railroad Commission, Massachu- 
setts Public Service Commission, New Hampshire Publi 
Service Commission and Vermont Public Service Com. 
mission, under I C. C. Opinion 2384, which was published 
in THe TRAFFIC WorvD of July 12, 1913. In this brief 
Mr. Campbell quotes freely from the reports of the Public 
Service Commission of New Hampshire, which he says 
affords an illuminating description and analysis of the 
subject. 

He states at the outset that there is nothing in his 
brief that is in any sense based upon a spirit of criticism 
toward any person, community or business. It is wholl) 
impersonal—a simple statement of fact, designed sole!) 
for the information of the court and the public. He says 
there is doubtless a sufficient volume of the items from 
which a railroad may derive revenue to support a rail 
road of the size of the Boston & Maine in New England 
if the rates are right, but it is evident that the rates 
are not right, as manifested by the company’s financial 
status. It is stated that the serious evil from which the 
Boston & Maine suffers by reason of the character of its 
present rate structure is the ever downward tendency of 
its rates, and consequent reduction of its revenues. As 
there is no well-established standard of measure for de 
termining a freight rate not otherwise fixed by definite 
conditions, such as water or other competition, the prac 
tice commonly resorted to is that of comparison of one 
rate with another and in widely separated localities. [1 
order to put the matter upon a reasonable basis he thinks 
the entire freight rate fabric of the Boston & Maine must 
be reconstructed. This work is now under way, having 
been started early in May, and since that time more 
than 100 clerks have been constantly employed upon it. 

The scheme of revision does not contemplate a gen 
eral advance in the rates applying upon traffic to «nd 
from territory west of the Hudson River, except in 50 
far as it may be affected by the possible granting of ‘he 
5 per cent advance which the eastern lines have p¢ti: 
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oned for. New England is so thoroughly dependent for 
r supply of raw material and foodstuff from the region 
est that no avoidable attempt will be made to place 
ny added transportation cost upon that traffic. On 
‘count of these’ limitations whatever increased revenue 
e Boston & Maine is to have must come chiefly from 
affic within New England. In this connection it is stated 
that the road is burdened with some low-rate traffic of 
joubtful profit which, failing to pay its proportionate 
iare, makes necessary a transfer of the load to other 
traffic to such an extent that the latter fails to produce 
profit. Methods are proposed in the brief by which 
e Boston & Maine hopes to attain $1,370,000 additional 
revenue in the near future. Of this approximately $810,- 
000 will be from class rate advances and $560,000 from 
alterations in the schedule of passenger fares. 

The latter is supported by the statement of the In- 
Commerce Commission that the New England 
lines’ passenger fares have been more favorable to the 
local traveling public than fares in any other portion of 
the United States. The changes in passenger fares pro- 
posed are as follows: 

1. Change short-distance single fares now ending in 
odd cents to end either in 0 or 5. 

2. Add 20 cents to limited fare between Boston & 
Portland and deduct 10 cents from standard fare, which 
is rarely used. 

3. Eliminate round-trip fares now in effect on west- 
ern end of Fitchburg Railroad, where round-trip fares pre- 
vail only in certain localities. 


terstate 


4. Withdraw existing rates in competition with trol- 
ley lines between Portland and Old Orchard and between 
Springfield, Holyoke and Northampton and substitute rates 
of 2 and 2% cents per mile. 

Other changes in passenger rates are suggested. One 
of these is a charge for checking baggage; another the 
charging of a higher than ordinary fare to passengers 
occupying parlor and sleeping cars; an increase in mileage 
tickets from 2 cents to 24% cents; a charge of 50 cents 
a car for placing cars on industry tracks for loading and 
unloading where at present nothing is charged. These 
changes the road does not expect to get permission to put 
into effect. 


No attempt at present is being made to change the 
commodity rates. Certain changes in class rates are 
expected to yield $900,000 additional per year, of which 
possibly 10 per cent might be dissipated by the diversion 
of traffic to other modes of transportation. It is stated 
that in order to remain solvent the company needs $5,000,- 
000 larger earnings. Only a small proportion of this 
amount is covered in the present request. Most of the 
changes suggested are in the case of a large number of 
tariffs which make concession from the general tariff for 
the benefit of certain industries at certain points, which 
are not open to all shippers on the same basis. 





CAR AND REVENUE WAY BILLS 





That an important step forward will have been made 
toward facilitating the movement of the commerce of the 
country by the general adoption of the combination car 
and revenue waybills by all of the large carriers is the 
Opinion expressed by J. W. Smith, superintendent of car 
service of the Western Maryland. Mr. Smith attended the 
annual meeting of the Eastern Association of Car Service 
Officers, at which the advisability of extending the use 
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of the more advantageous waybill was discussed by all 
the car service officers in attendance at the gathering. 

Mr. Smith is a member of the special committee of 
the association appointed to look into the feasibility of 
the use of the combination car and revenue waybill, and 
the members of the committee have seen enough of the 
good results from its limited use by some of the carriers 
to realize its worth and the contribution that it will 
make to the quick handling of traffic moving by rail. 

The waybill in question has been adopted, to a rather 
limited extent, by railroads in the East, and the carriers 
that have been using it have found the system entirely 
satisfactory. Other eastern roads, which are not using 
the waybill, are accepting it from carriers with which 
they interchange traffic. 

The superintendent of car service of the Western 
Maryland stated that one important advantage derived 
from the use of the combination car and revenue way- 
bill was that it would reduce the work of employes at 
the large weighing stations, especially where coal and 
coke shipments are concerned, nearly 50 per cent, and 
would also prevent the holding of cars at junction points 
and destinations awaiting revenue billing. Mr. Smith 
says that the general adoption of the new system by the 
railroads would, in a measure, relieve the car shortages 
which at times become so pronounced in certain locali- 
ties, in that it would contribute to the continuous move- 
ment of equipment. 

“We are hoping for the extension of the use of the 
new waybill over all of the large systems,” said Mr. 
Smith. “Our committee has been laboring with this end 
in view, and we hope finally to accomplish what we set 
out to do. There is no doubt but that the new waybill 
would be a tremendous advantage in facilitating the 
movement of traffic.” 


PAY FOR CARRYING MAILS 


Ralph Peters, president Long Island Railroad and 
chairman of the committee on railway mail pay, repre- 
senting 264 principal railways transporting mails over 
218,000 miles of road, has addressed a letter to Postmaster- 
General Burleson in response to his published statement 
that he is willing to consider any evidence the railroads 
have to show that they are not receiving adequate com- 
pensation for carrying the mails. The letter as it follows 
is otherwise self-explanatory: 

Under date of August 19 you advised us that you were 
giving careful consideration to the matter of proper com- 
pensation to the railroad companies for carrying the addi- 
tional parcel post mail, and that you would inform us 
of the result as soon as a conclusion was reached. We 
gave you,-under date of August 29, additional information 
and argument in support of our position. As yet we 
have had no advice from you as to the result of your 
consideration of this question, although we have noted 
in the New York Times of October 1 a telegram from 
Washington reporting an interview with you concerning 
the appeal that our committee had made to you for better 
treatment of the railroads. In this interview you are 
reported as saying: 

“T am perfectly willing to be convinced that the rail- 
roads are being treated unfairly if they can produce con- 
vincing evidence. But it is a surprising thing to me 
that if the railroads believe they are losing money in their 
mail-carrying service they should be constantly seeking 
new mail-carrying business.” 




































































I regret very much indeed that we have not been 
able so far to impress upon you the honesty and sincerity 
of our position, and the seriousness of the situation aris- 
ing from the establishment of the parcel post. It is 
probable that you are not familiar with House Document 
No, 105, being a letter and report of former Postmaster- 
General Hitchcock on the subject of the cost of handling 
the mails by tne railroads, nor with the reply thereto 
made by the railroads. These documents contain a most 
complete analysis of the cost, with all the information 
relating to the subject it was possible to furnish, both 
on the part of the railroads and the Post Office Depart- 
ment. The analysis of this information,, when honestly 
and fairly made, shows that the railroads are very much 
underpaid for carrying the mails. The analysis as printed 
in Document No. 105 attemtped to show that the railroads 
were overpaid, a conclusion that was reached as the 
result of using an unusual method for the apportionment 
of railroad expenses, and a method which has been char- 
acterized by the Interstate Commerce Commission, on 
page 148, in Document No. 4198, in the matter of Express 
Rates, Practices, etc., as follows: 

“This contention, however, is based upon theories and 
assumptions to which the record gives no support, such 
as the adoption of an arbitrary and theoretical basis for 
the apportionment of railroad expenses between passenger 
operations and freight operations, and the further adoption 
of a like basis for the allotment of passenger train ex- 
penses between passenger service, baggage service, ex- 
press service, and mail service.” 

This expression of the Interstate Commerce Commis- 
sion was brought out as the result of the express com- 
panies using the method that was adopted by the former 
postmaster-general in Document No. 105 in apportioning 
expenses, to show that neither the express companies, 
nor the railroads, could earn a return upon their property 
with the proposed reduction in express rates. This argu- 
ment on the part of the express companies was dismissed 
by the Interstate Commerce Commission with the above 
quotation. 

Furthermore the former postmaster-geneal, in Docu- 
ment No, 105, absolutely distorted the facts and produced 
false results by taking from the car foot miles belonging 
under the mails and transferring to the passenger car foot 
miles the mileage made by deadhead mail cars, storage 
cars, and cars used in the mail service in one direction 
and returned empty in the opposite direction. 

All of these facts have been brought out in the hear- 
ings before the joint congressional committee now in- 
vestigating the subject. The present second assistant 
postmaster-general admitted these facts, and further ad* 
mitted that in the statements contained in Document No. 
105 the departemnt had made no allowance to the rail- 
roads for a fair return on the property used in connection 
with the handling of the mails, and in the event that 
such an allowance should be made, it would, beyond a 
doubt, show that the railroads were very much underpaid. 


The committee on railway mail pay has absolutely 
refuted the reliability of Document No. 105 in the testi- 
mony presented before the joint congressional committee, 
showing that with the facts brought out in the investi- 
gation reported in that document, the railroads were un- 
derpaid in 1909 at least $15,000,000 a year for the services 
performed by them in transporting and handling the mails 
and employes of the Post Office Department. 

I inclose herewith a copy of our pamphlet entitled 
“Mail Carrying Railways Underpaid,” being an analysis 
and refutation of House Document No, 105. I sincerely 
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trust that you will find the time to look into the matte; 
of the preparation and presentation of Document No. 105, 
and will also favor us by reading our pamphlet in criticism 
of it. 

Now, if the railroads were underpaid in 1909, it ca: 
not possibly be said that we are amply compensated for 
the service performed in the handling of the mails 
the present time, when the mails include the great addi 
tional weight of the parcel post, still further enlarged 
by your order increasing the weight limit in the first two 
zones. No more convincing evidence is needed than the 
fact that the weight of several hundred million parcels 
a year has been added to a service that was already in- 
adequately paid for. 

Since 1909 the operating expenses of the railroads 
have been greatly increased by the increased cost of 
labor and material, by increased expenses arising from 
laws and regulations adopted by Congress, by the various 
state legislatures and the Interstate Commerce and state 
public service commissions. Postal cars must be built of 
steel and equipped with all modern conveniences for the 
comfort of the postal clerks. Full crew laws, hours of 
service laws, all have added to the expenses. In addition 
to this the corporation tax law has further added to the 
burdens of the railroads. Yet no effort has been made 
on the part of the Post Office Department to help the 
railroads to get fair play in the matter of compensation 
for the great service performed by them in handling the 
mails. 

You state, “It is a surprising thing that if the rail- 
roads believe they are losing money in their mail-carrying 
service, they should be constantly seeking new mail- 
carrying business.” This statement cannot possibly be 
correct so far as the majority of the railroads is con- 
cerned. It may be the case with a few of the roads that 
thus hope to get more gross revenue without greatly 
increasing their expenses, and who anticipate better treat- 
ment from the government in the final settlement of this 
matter. The large majority of the railroads would gladly 
discontinue the handling of the mails if it were possibl 
to do so, 

We sincerely hope that you will take the time to read 
the testimony that has been presented to the joint con- 
gressional committee relating to this whole subject. We 
are sure that if you would do so you would very promptly 
realize that the railroads have produced most convincing 
evidence that they have been most unfairly treated during 
the last twelve years, having suffered during that time 
many reductions in pay, with a constant increase in the 
work to be performed. 

I inclose several articles from prominent New York 
papers, written by men who have read the testimony that 
has been presented to the joint congressional committee, 
and who have evidently been convinced that the railroads 
have not been properly treated. 

Appreciating your open-mindedness jin this matter, and 
your expressed desire to give us fair treatment, we again 
beg leave to express the hope that you will read the testi 
mony that has been presented, and will at an early d 
give us a reply to our recommendations as promised 
your letter of August 19. 


HEARING ON COTTONSEED RATES. 

The Railroad Commission of Louisiana will, on Oc 
tober 22, take up for consideration Case No. 1639, Louisi- 
ana Railway & Navigation Co., ex parte, being an 2)- 
plication for readjustment of rates on cottonseed between 


points on its line in Louisiana. 
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PONTOONS FOR CAR TRANSFER 





By putting in service the first pontoon bridge ever 


.d in the Baltimore harbor in connection with the trans- 
- of loaded cars from the piers to barges, the Western 

Maryland will probably pave the way for the general use 
such bridges there in the future, which, it is predicted, 
i] result in the more expeditious movement of all traffic 
ndled at the terminals in that city., 

So far, the new structure has given entire satisfac- 
tion, and is proving daily that the transfer of equipment 
from the land to barges can be done in much less time 
than is possible by the use of the old-style bridges, which 
have been a fixture in the local harbor for years. This 
kind of bridge has been utilized by the trunk lines in 
New York for the movement of loaded railroad cars in 
the harbor, but up to this time they 
introduced in Baltimore. 

The great advantage 
hat its operation 


have never been 


of this character of bridge is 
is extremely simple, and the mainte- 
small, which means greater economy to the 
using it. The structure can also be adjusted 
to a barge or deck in much less time than can be done 
with the use of the old bridges. The structure is lowered 
to meet conditions by turning water into the pontoons, and 
is raised, when necessary, by the 
out by an electric. pump. 
or raising the 


nance cost 


railroad 


water being pumped 
The process of either lowering 
perfectly simple, and the ad- 
justment takes place in the course of a few minutes, thus 
saving much time and labor. In the case of the old 
bridges, the adjustment required to bring the bridge to 
a level with barges or piers, is brought about through 
the operation of chains with weights attached, which is 
a slow process and consumes considerable time and plenty 
of hard labor. 


bridge is 


CAR SURPLUS AND SHORTAGE 





Statistical Bulletin No. 153 of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups from June 20, 1912, to Oct. 1, 1913. 

Total surplus—Oct. 1, 1913, 41,994 cars; Sept. 15, 
1913, 61,753 cars; Sept. 26, 1912, 26,754 cars. 

Compared with the preceding period, there is a de- 
crease in the total surplus of 19,759 cars, of which 16,311 
is in box, 761 in coal, 3,116 in miscellaneous, and an- 
increase of 429 in flat car surplus. The decrease in box 
car. surplus is in groups 1 (New England line), 6 (Iowa, 
Illinois, Wisconsin and Minnesota), 8 (Kansas, Colorado, 
Oklahoma, Missouri and Arkansas), 10 (Washington, Ore- 
gon, Idaho, California, Nevada and Arizona) and 11 
(Canadian lines). The decrease in coal car surplus is 
in all groups, except 4 (the Virginias and Carolinas), 9 
(Texas, Louisiana and New Mexico) and 10 (as above). 
The decrease in miscellaneous car surplus is in all groups, 
except 3 (Ohio, Indiana, Michigan and western Pennsyl- 
vania), 4 (as above), 7 (Montana, Wyoming, Nebraska and 
the Dakotas) and 9 (as above). The increase in flat car 
surplus is in groups 4, 8, 9, 10 and 11 (as above). 

Total shortage—Oct. 1, 1913, 31,620 cars; 
1913, 21,594 cars; Sept. 26, 1912, 44,547 cars. 

Compared with the preceding period, there is an in- 
crease in the total shortage of 10,026 cars, of which 6,206 
is in box, 534 in flat, 2,662 in coal and 624 in miscellaneous 
car shortage. The increase in box car shortage is in all 
sroups, except 3 (as above), 5 (Kentucky, Tennessee, Mis. 
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sissippi, Alabama, Georgia and Florida) and 8 (as above). 
The increase in flat car shortage is in groups 2 (New York, 
New Jersey, Delaware, Maryland and eastern Pennsyl- 
vania), 3, 6, 8, 10 and 11 (as above). The increase in 
coal car shortage is in all groups, except 5 and 6 (as 
above). The increase in miscellaneous car shortage is 
in all groups, except 7 (as above). 

Compared with the corresponding period of 1912, 
there is an increase in the total surplus of 15,240 cars, 
of which 7,736 is in box, 1,800 in flat, 1,759 in coal and 
3,945 in miscellaneous car surplus. There is a decrease 
in the total shortage of 12,927 cars, of which 10,016 is in 
box, 1,612 in flat, 1,318 in coal, and an increase of 19 in 
miscellaneous car shortage. 

Detail figures follow: 


SURPLUSES. 


Coal, 
Gondola 
and Other 
Date Box. Flat. Hopper. Kinds. Total. 
Oct. er 16,087 3,164 7,953 14,790 41,994 
Sem, Fi Bee cc ccieca 32,398 2,735 8,714 17,906 61,753 
Sept. i rere 42,992 4,148 8,689 17,747 73,576 
Aug a Eis 6 bees ne 32,673 2,788 8,810 25,445 69,716 
.  *. eee 34,685 3,084 11,055 21,916 70,740 
ae eee 23,849 3,172 11,601 21,669 60,291 
May ie, Ey iene pace 18,350 3,059 12,243 20,325 53,977 
es. ae 23,043 4,071 20,209 21,469 68,792 
Baren 1, TPES... 6cies 15,967 4,650 18,039 19,873 58,529 
Feb. i ee aeece 23,000 5,156 16,897 16,992 62,045 
2 i : ee 13,078 4,081 16,823 16,677 50,659 
 —_— i. - a 5,482 2,919 7,599 10,135 26,135 
Nov. a. Sasa 2,632 1,551 7,262 8,452 19,897 
Cee. .- DE, Been case nes 4,701 1,079 6,491 10,539 22,810 
aa: | ee 7,906 1,285 5,310 12,879 27,380 
mee. Th, Bees tsca<'es 27,559 2,301 9,658 19,105 58,623 
. - — ae 32,393 2,157 15,420 25,419 75,389 
Se 2! eee 26,606 3,323 19,319 24,216 73,464 
SHORTAGES. 
Coal. 
Gondola 
and Other 
Date. Box. Flat. Hopper. Kinds. Total. 
Oct. a? | ee 17,278 1,957 10,393 1,992 31,620 
mape, .. 2B, Bees cccescs 11,072 1,423 7,731 1,368 21,594 
Sept. De Se a oeeses 7,627 1,766 5,209 668 15,270 
Aug. ae: eee 5,589 1,332 4,029 311 11,261 
sume 80, 1913... ..c<0. 2,362 1,470 2,821 383 7,036 
May i ee 4,163 1,656 3,109 455 9,383 
May SR 7,154 2,046 3,733 1,245 14,178 
April Be Seb conte 7,050 1,227 1,400 1,127 10,804 
Bawa «= 3! Bas tive te 17,645 3,623 3,355 2,525 27,148 
Feb. Es, Meee ewes 16,693 1,868 4,720 1,504 24,785 
Dec. Si; BEB e a cesses 24,096 2,751 4,736 2,018 33,601 
Nov. Be 6 x icewas 38,723 4,382 12,778 6,653 62,536 
Nov. a es no as 46,463 5,164 14,811 4,718 71,156 
Oct. OR. BER. isc. 32,749 4,076 14,897 2,667 64,389 
a}: ee 22,837 3,182 8,331 1,650 36,000 
a ie | ee 6,413 2,558 4,703 1,048 14,722 
July So Ses 650 0-ws 2,496 1,631 2,074 266 6,467 
June Te BOR o cd wins 3,169 1,555 450 572 5,746 


TO KEEP CARS MOVING 





In order to assist in securing the greatest possible 
degree of efficiency in the movement of cars in view of 
a possible shortage, H. F. Smith, vice-president and traffic 
manager, Nashville, Chattanooga & St. Louis, has issued 
the following circular to all industries located immediately 
upon the lines of that road and upon the Western & 
Atlantic: 

Permit me to quote for your information a letter re- 
cently written by an important shipping interest to its 
several branches in southern territory. I do so because 
the subject is one in which all of us have great interest, 
dealing as it does not only with a threatened but with 
an actually existing car shortage. The suggestions it 
contains are pertinent, and if the policy proposed could 
be universally, or even largely, employed, its effect for 
good would be quickly felt: 

“Again considerable anxiety is felt among the various 
railroads, and much publicity is being given to it, re- 
gardng a car shortage which threatens to be quite serious 
this fall. 












“I am, therefore, taking the liberty of again calling 
your attention to same and to request that you employ 
every available means to handle all cars coming into 
your possession with the quickest dispatch, in order to 
keep them moving as freely as possible. 

“T also trust that shipping instructions will come to 
you carrying sufficient tonnage to enable you to load 
all cars to their full carrying capacity, and, if so, that 
you will be guided by the marked capacity, as nearly as 
possible, and not load a 30,000-pound order in a 60,000- 
pound car if it can be prevented. In ordering empty 
ears, please, so far as you may be able to do so, be gov- 
erned by your shipping orders and order car according 
to the tonnage thereof. 

“All railroad employes will have pretty rigid instruc- 
tions regarding this feature this season, and I am sure 
will exert themselves to give you just the kind of equip- 
ment you ask for, but if they do not, that will be their 
fault and not ours. 

“The existing traffic and present prospects for large 
crops this fall are such as will severely tax the total 
freight car carrying capacity unless every possible effort 
is made, on the part of the railroads, shippers and con- 
signees, to reduce the shortage to a minimum. 

“This can only be done by co-operation with the local 
railroad representatives at your place, and, in order that 
this company may not suffer from any lack of interest 
on our part arising from our own failure to see and help 
meet a situation of this kind, 1 beg that you bear the 
following points in mind at all times: 


“(a) Unload your cars, at least, during the free time 
period. 
“(b) Load them promptly on receipt and instruct 


them moved out immediately. 

“(c) Load to marked capacity of car. 

“We will help ourselves by keeping the cars moving.” 

We are anxious to maintain at all times a service of 
the highest character, and one indispensable feature of 
such service is the prompt furnishing of equipment. To 
the extent that we may secure your help in making this 
possible, either by the adoption of the ideas proposed 
above, or in other directions, it will be thoroughly ap- 
preciated. 


FIBER PEOPLE MAY INTERVENE 


TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

One outcome of the meeting held in this city by the 
fiber container people immediately after the arguments 
in the Pridham case was made manifest on Thursday 
when the Commission authorized the Corrugated Paper 
Manufacturers’ Association to intervene in the complaint 
of the National Classification Committee of Lumber, 
Wooden Boxes and Allied Interests vs. Abilene & South- 
ern, in which the wooden box interests are taking such 
steps as they think will enable them to restrict the market 
of the fiber container manufacturers by having commodi- 
ties carried in fiber containers penalized in rates and 


classifications. 





THE 


POSTPONE LA GRANGE DATES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Questions having arisen as to the alignment of rates 
incident to the readjustments required by the orders of 
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the Commission in the so-called La Grange and Vienna 
(Ga.) cases, the Commission has decided to postpone the 
effective date of those orders to January 1. That post 
ponement is deemed desirable in view of the fact that 
fourth section applications involving the same questions 
are pending. In effect, the Commission desires to con- 
solidate all the questions so as to dispose of them in one 
order, if possible, thus leaving no loose ends to trouble 
either carriers or shippers. 

The Commission has also extended the effective date 
of its order in No. 4335, Commercial Club of Duluth vs 
the Baltimore & Ohio et al., so as to become effective 
December 1. The first order was to have become effective 
October 1, then November 1, and now December 1. 








IMMIGRANTS VIA BALTIMORE 





One of the most important and far-reaching moves 
which has occurred in Baltimore’s railroad circles for 
years was made when the Western Maryland Railway 
Co. closed negotiations with the Hamburg-American Steam- 
ship Co. for the transportation to the West of the immi- 
grants who were to reach that city on the steamer Arcadia 
the present week. Announcement of the successful ter- 
mination of the negotiations was made Saturday by Gen- 
eral Passenger Agent Charles F. Stewart of the railway 
company. 

The Western Maryland was selected as the railroad 
which is to handle the immigrant business in recognition 
of the progressive step taken by the railway company in 
establishing a new trunk line service to Pittsburgh and 
the West. 

The victory that the Western Maryland has won in 
the keen competition that has been going on for over 
a month between railroads entering Baltimore is con- 
sidered one of the most important that has taken place 
among railroads in that city for years. It means that 
the Western Maryland will participate in its first immi- 
grant business to the West, and also the establishment 
of a new immigrant service between Europe and Balti- 
more by the Hamburg-American Line. The Arcadia will 
be the first vessel owned by the steamship company which 
has entered the port of Baltimore for years, handling 
strictly immigrant business. 


EARNINGS FOR AUGUST 





In August last the net earnings of 55 reporting roads 
with a mileage of 63,853, fell from $523 to $475, in com 
parison with August of 1912. The 29 reporting eastern 
roads, with a mileage of 21,024, had a fall in net from 
$946 to $845, while the net of the 11 southern roads, with 
a mileage of 13,448, rose from $179 to $187. The 1 
western district roads, mileage of 29,380, fell from $35! 
to $343. 

The net of all roads having a revenue of $1,00 
or more, for August, 1912, was $802, as compared 
$720 for 1911. In the eastern district the net for August 
of 1912 was $1,401, compared with $1,264 for August, 1°11 
For the southern roads the net for August, 1912, was 
$475 and for 1911 $487. For the western roads the net 


for August, 1912, was $627, and for August, 1911, $537 

This is the first compilation for August. 
the first two months of the current fiscal year, 
from the reports on hand,’ for the whole country, $9! 
for 1913 and $980 for 1912. 
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ctober 18, 1913 
for 1913 is $1,609, as compared with $1,772 for 1912; 
the southern roads the comparison is between $353 
the first two months of 1913 and $324 for 1912. The 

stern district roads show $652 for the first two months 
this year and $717 for the first two of the fiscal year, 
inning July 1, 1912. 


RICE MEN COMPLAIN 


“Shipper’s load and count” bills of lading were made 

subject of a formal complaint on September 27, when 

Louisiana State Rice Milling Co. filed a bill against 

rgan’s Louisiana & Texas Railroad & Steamship Co. 

i the Western Louisiana (No. 6130), setting forth the 

fusal of the agent at Crowley, La., to issue anything 
er than “shipper’s load and count” bills on rice 
shipped from the 24 mills of the company. 

The complainant calls attention to the fact that the 
company, answering a query put to it by the Commis- 
sion, in the Bill of Lading case, said it has no bills of 
lading of that kind. The complaint also directs attention 
to the fact that the tariffs of the companies do not con- 
for the issuance of such bille. On 
the contrary, they are uniform bills, with the words 
‘shipper’s load and count” stamped thereon. 

The complaint not only asserts that the regulation 
is unjust and unreasonable when applied to shipments 
of bags of rice, but that it is unduly discriminatory in 
that such bills of lading are not forced on rice millers 
in Texas whose establishments are on the lines of the 
defendants. The complainant expresses a willingness to 
his complaint considered in connection with the 
complaint against such bills, but suggests that 
an order be issued directing the carriers to observe 
their tariffs, which contain no limitation as to bills of 
lading other than a-general statement that the uniform 
bill will be used. 


tain any provisions 


have 


general 


WANTS NO “VOLUNTARY” DISSOLUTION 


Attorney-General McReynolds confirmed reports that 
he is intending to bring proceedings for the dissolution of 
the New Haven, even if the officials of that system agree 
He is going into court so that when the dis- 
solution is accomplished there can be no dispute as to its 
The entered will contain all the terms. 
This course he deems essential, in view of the fact that 
alter a “voluntary” dissolution of the combination among 
inanufacturing jewelers a dispute arose as to what the 
agreement was and it now seems probable that the matter 
will get into the courts after all. 


to dissolve, 


decree 


terms. 


Mr. McReynolds is receiving many letters on the sub- 
ject of his contemplated action against the Illinois Cen- 
(ral and the Yazoo & Mississippi Valley, but so far as the 
(department is concerned, nothing is yet moving toward 
bringing that matter to a head, 


SHOULD REAPPOINT JUDGE CLEMENTS 


Chairman Clark, as an individual, has written to F. T. 
Bentley of the Universal Portland Cement Co., saying that 
in his opinion it would be a mistake and a misfortune 
for President Wilson to displace Judge Clements, as has 
been suggested he would do. This letter is by way of 
answer to a letter written by Mr. Bentley to Mr. Van 
Arsdel, a copy of which Mr. Bentley sent to the chairman. 
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Mr. Clark goes on to say that, considering Judge Clements’ 
length of service, his judicial disposition, integrity of char- 
acter and purpose, which is beyond question, his strong and 
vigorous personality, both mental and physical, it would be 
a great damage to the public service for him to be set 
aside. 

“It makes no difference,” says Mr. Clark, “how able a 
man may be, it takes considerable time for him to fully 
comprehend the complications involved in efforts at rate 
regulation and the removal of unjust discriminations.” 


CAR SHORTAGE PREDICTED 


J. G. Dailey of the scientific department of the Clinch- 
field Fuel Co., Spartanburg, S. C., in an elaborate chart 
study of the demand for and supply of freight cars during 
the last seven years, predicts that the minimum net short- 
age to be expected on or about November 1 is 75,000 cars. 
He says further that “it is not wild to predict a net car 
shortage this coming autumn of from 125,000 to 150,000 
cars.” 

Mr. Dailey points out that the net surplus of 40,000 
cars May 1 last was much the smallest on that date in the 
past six years. The minimum shrinkage between May 1 
and November 1 was that of 1910, 115,000 cars. Supposing 
this minimum shrinkage to take place during the same 
period of this year, the result would be a shortage of 
115,000 cars. 


STANDARDIZING BOXES. 

O. H. Schwerdtmann, of the Oregon Box Manufac- 
turing Co., Portland, is quoted by the Timberman as 
follows with reference to the standardization of wooden 
boxes: “The standardization of boxes is one of the very 
vital economic questions of the day. The claims paid 
by transportation companies for damaged goods packed 
in frail containers has become a matter of much serious- 
ness, and one that is costing the consumer, indirectly, a 
very heavy financial burden. About one-fourth of the 
boxes made to-day are too light for the purpose for which 
they were intended. This condition is the direct result 
of the intense competition which the box manufacturer 
is forced to meet, with the result that the efficiency of 
the container is greatly impaired. Standardization in 
the manufacture of boxes, from the standpoint of the 
manufacturer, would enable him to work ahead of his 
orders. Existing conditions absolutely preclude doing 
this. Lack of uniformity in manufacture, or a standard 
by which to proceed, means that unless the actual order 
is booked idleness of the plant is inevitable. The box 
manufacturing industry of the country could have no 
greater stimulating influence than the standardization of 
specifications upon which containers for various uses are 
to be made.” 


GET MORE PAY FOR SWITCHING. 


In the matter of the application of the Soo Line for 
authority to increase switching rates at Waupaca, Wis., 
the Wisconsin commission has granted a slight increase. 
The Soo Line at this point receives cars from the Green 
Bay & Winona Railway and spots them at the ware- 
houses on its various switching tracks and redelivers them 
for a charge of $2 per car. This charge is absorbed by 
the smaller road, and the applicant asks for an increase 
to $4 per car. The Soo Line owns yard tracks in the 
city upon which the Green Bay & Winona line has joint 
trackage rights. On these tracks the latter road performs 
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a switching service, receiving a division of the Soo rate 
amounting to approximately $9 per car. If a lower rate 
were made effective the shippers interested in this road 
would route their shipments to be delivered to that road, 
giving the benefit of the rate for the line haul. The com- 
mission decided that the Winona & Green Bay line was 
serving a real local need, and allowed an increase in 
switching charge to $2.75. It was feared that a charge 
of $4 would be too great a burden upon the smaller road. 


NEW B. & O. FREIGHT FACILITIES 





Baltimore & Ohio has been improving its freight fa- 
cilities at Youngstown, O., by some new. construction re- 
cently put in operation. The new facilities include a 
concrete inbound house, 35x190 feet, with offices on the 
second floor, reaching from the Market street viaduct. 
There is also a storage basement under the entire build- 
ing, with large elevator. This structure has been de- 
signed to carry seven additional stories for warehouse 
purposes; these will be constructed when the 
apparent. 

The outbound house is a one-story building of brick 
and concrete, 22x190 feet, with practically continuous door- 
ways closed in by rolling steel doors. 

There is a covered transfer platform, 16x190 feet, be- 
tween the two houses; this and the two house platforms 


need is 








are connected by a cross-platform, eight feet wide. Large 
brick paved driveways with concrete curbs have been 
provided, and the adjacent side street and yard have 
been similarly paved. A 25-ton gantry crane has also 
been erected. The various structures have been wrought 
into a comprehensive layout for the convenience and 
expeditious handling of business. 





FOR ORIENTAL TRADE. 

It is announced unofficially from Tacoma that the 
Northern Pacific contemplates putting into effect through 
freight rates between the eastern points and the Orient. 
It has been previously stated that other transcontinental 
roads are preparing to announce through rates to the 
Orient, all of them, with the exception of the Milwaukee, 

: having been out of this trade for several years. 


| AUGUST REVENUES DECLINE 


In the second preliminary report for August of 103 
) roads, with a mileage of 136,889, based on reports re 
ceived by the Commission to 1 p. m. October 3, the fol- 
: lowing facts are shown: 

The net revenue fell from $464 to $404 for the whole 
country, as compared with August, 1911; for the two 
months of the fiscal year the reduction was from $855 
to $773. 
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On 48 roads in the eastern district, with a mileage 
of 36,639, the net fell from $829 to $710; for the 26 roads 
in the southern district, with a mileage of 37,212, the net 
fell from $263 to $237, and for the 29 western district 
roads, with a mileage of 61,037, it fell from $355 to $312 

For the two months of the current fiscal year, the 
net of the eastern roads fell from $1,534 to $1,357; 
the southern roads from $478 to $457, and for the western 
district roads from $654 to $596. 
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SWITCHING IN KANSAS CITY. 

A case was recently heard by the Public Utilities 
Commission of Kansas involving the charge that 
trunk line railways are availing themselves of switching 
conditions in Kansas City to evade the reduction of 
freight rates under the Missouri law recently upheld by 
the decision of the Supreme Court. The matter 
heard at Kansas City on September 24. The complaint 
was filed by H. G. Wilson, transportation commissioner 
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for the Commercial Club, and alleged that when ship- was 
ment to Missouri points is made from Kansas City the pra 
railways cause the cars to be switched through railway to ] 
yards lying partly in Kansas and charge an interstate wes 
tariff higher than the Missouri rate. This, the Commer. van 
cial Club contends, is merely a substitute, and even if the 
it were necessary it would not convert an intrastate but 
shipment into interstate business. The railways reply tow 
Stat 
of t 
pipe 
gene 
assa 
of 1 
the | 
ing 
that terminal conditions in Kansas City are such as to “tha 
make it necessary to route the shipment over Kansas com) 
soil for a short distance, and this constitutes real inter- by 1 
state business, taking a higher rate. hot 
ee F pora 
MISSOURI COMMISSION INSTRUCTS RAILWAYS. hi 
The state commission of Missouri has sent out a cir 
cular stating that where a tariff contains advances or ’ 
reductions a detailed statement of these must be made “4s ‘ 
and reasons filed with the commission. Where a tariff ab 
covers a rate between two points in Missiouri it shail be 
given a number, thus preventing any tariff being issued _ 
. . — lan, 
without being filed by the commission. eae 
mont 
HEARING ON MILLING IN TRANSIT. 
Representatives of the Missouri Pacific, Missouri, 
Kansas & Texas and St. Louis & San Francisco railroads s 
appeared before the Public Service Commission at Jeffer missi 
son City, Mo., to present their side of the controversy comp 
with the Southwest Missouri Millers’ Club over the 1b0 order 
lition of the privilege of “milling in transit.’”’ Since tlie it an 
maximum freight law went into effect the railroads hive 
done away with the privilege of stopping grain in tran 
sit for the purpose of grinding, and the millers c!:im Pp 
that this abolition will put millers of the state, except withd 
at the borders, out of business. The roads conceried order 
are taking the position that the railroads voluntarily Interr 
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tted the practice of milling under the old freight laws, 
d that they had the right to take away this privilege 
enever they say fit. They claim that a car of graih 
1en ground makes more than two cars of flour of the 
pacity usually shipped, and hence they are compelled 
the transit arrangement to supply two cars for every 
- of grain stopped and also make a number of free 
vitching movements. The Missouri commission now 
; the matter under advisement. 





NORTH CAROLINA FREIGHT RATES. 

North Carolina has been for some months the storm 
center of rate adjustment. It was believed recently that 
a settlement was near at hand, experts having reported 
to the governor a form of arrangement which had been 
entered into with the carriers involved, which, however, 
granted certain concessions to the towns in the central 
and western parts of the state, but did not change the 
condition of the seaport towns. The proposition which 
was submitted to the governor put the entire state on a 
practically equal basis as to rates by giving concessions 
to points on the southern and northern border and to the 
western part of the state. It was believed that the ad- 
vantage to the whole state would be sufficient to cause 
the seaport towns to overook their seeming disadvantage, 
but vigorous protests have been put up since by the 
towns which receive no benefit to the new arrangement 


FIGHT IN PIPE LINE CASE. 

The government fight in the United 
Supreme establish the constitutionality 
of the provision of the interstate commerce act making 
pipe lines common carriers. In his first brief as solicitor- 
general of the United States John W. Davis vigorously 
assails the preliminary injunction issued on the ground 
of unconstitutionality by the Commerce Court, against 
the order of the Interstate Commerce Commission, direct- 
ing pipe lines to file rate tariffs as common carriers. 
indisputably clear,’ says the solicitor-general, 
“that the evil aimed at by Congress in making pipe lines 
common carriers was the monopoly of the oil business 
by the Standard Oil Company—a monopoly largely, if 
not chiefly, due to the ownership or control by that cor- 
poration of 90 per cent of the pipe lines.” 


has begun its 


States Court to 


“It is 


BRANDEIS FOR COMMISSION. 


As noted in substance on Oct. 10, at the request of 
the Commission, Commissioner Harlan has arranged that 
Louis D. Brandeis of Boston act as attorney for the 
Commission in the rate advance cases. Mr. Brandeis has 
agreed to undertake the work and Commisioner Har- 
lan, before whom the cases will be heard, has an- 
nounced that he will set the first hearing during the 
month of November. 


San Francisco papers state that the railroad com- 
mission of that state has intimated that if the express 
companies can show to the commission that its recent 
order reducing rates is confiscatory, it is willing to modify 
it and will approach the subject with an open mind. 


PAPER TARIFF BECOMES EFFECTIVE. 


Protests against the advances proposed having been 
withdrawn, the Commission on October 11 vacated its 
order of August 6 in I. & S. No. 294 on print paper from 
International Falls to New Orleans. This allows North- 
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ern Pacific I. C. C. No. 5365 to become effective. 
suspended to December 8. 


It was 





TRAFFIC CLUB OF PITTSBURGH. 

The Traffic Club of Pittsburgh held its bimonthly 
meeting and dinner at the Fort Pitt Hotel on October 13. 
The affair was for members only, and there was a full 
attendance, with E. C. Sattley, president, presiding. After 
the business meeting an address was made by W. J. 
Bogert, historian, followed by moving pictures of “The 
Pendleton Round-Up,” portraying old customs ofthe far 
West. An excellent musical program was rendered. The 
club at this meeting decided to increase the radius from 
forty to sixty-five miles of Pittsburgh as limits for trans- 
portation members, which will place the railroad radius 
on a parity with the industrial. This will make eligible 
for membership railroad officials from Youngstown, Steu- 
benville, Wheeling and Johnstown districts. 


IOWA DEMURRAGE CASE DISMISSED. 


Referring to the announcement of the hearing by 
the Board of Railroad Commissioners of the case against 
the railroads in the matter of demurrage, information is 
given by the board, under date October 8, that the case 
has been dismissed without prejudice. 


SALT LAKE TRANSPORTATION CLUB. 

At the annual election of the Salt Lake City Transpor- 
tation Club, held on October 4, the following officers were 
elected: 

President, J. H. Davis, general agent Colorado Midland; 
vice-presidents, S. V. Derrah, assistant general freight 
agent Denver & Rio Grande; W. R. Armstrong, assistant 
general agent S. L. & U.; J. A. Reeves, general freight 
agent Oregon Short Line; A. W. Griggs, chief clerk to 
auditor, Oregon Short Line; secretary, R. E. Rowland, 
secretary Intermountain Demurrage Bureau; treasurer, C. 
E. Flandro, soliciting freight agent, Union Pacific; directors, 
D. R. Gray, H. W. Stautenborough, George Manning, R. K. 
Brown, C. J. MeNitt, A. F. Brewer, Julian Bamberger, I. 
W. Ellingson. 





NATIONAL INDUSTRIAL TRAFFIC LEAGUE 

The annual meeting of the National Industrial Traffic 
League will be held at the Hotel La Salle, Chicago, on 
November 13 and 14. The annual dinner in connection 
therewith will be given on the evening of the 13th. The 
docket for this meeting giving in detail the subjects to be 
considered will be distributed about November 1. Among 
the subjects to be discussed are a number of great im- 
portance and a large attendance is expected. 


MERCHANTS’ ASSOCIATION OF NEW YORK. 

The officers of the Merchants’ Association of New 
York announce that the new offices in the Woolworth 
Building are now completed. They were opened for 
inspection on October 16, when a tablet was unveiled 
in honor of the late William F. King, founder and first 
president, and a presentation address was delivered by 
Isaac N. Seligman, to which reply was made by William 
A. Marble, president of the association. 


INDIANAPOLIS TRANSPORTATION CLUB 
W. E. MacEwen, traffic manager, Peerless Transit 
Line, Cleveland, O., will be guest of honor of the Trans- 
portation Club of Indianapolis, October 27, at the Board 


of Trade. 
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ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


J. E. ROBINSON, 

J. E, Robinson, traffic manager, Albert Miller & Co., 
Chicago, was born in Muskegon, Mich., on July 31, 1876. 
On Noy. 19, 1895, he entered the service of the Chicago 
& Northwestern Railway, auditor’s office, and from Nov. 











































J. E. ROBINSON, 
Traffic Manager, Albert Miller & Co. 






19, 1895, to Oct. 31, 1902, served in various capacities. 
Left the Northwestern in 1902 to be associated with H. H. 
Brigham, then traffic manager of A. Booth & Co., and 
served until June 4, 1904, when he received the appoint- 
ment of traffic manager of the Buckeye Fish Co., general 
offices located at Cleveland, O., though the traffic depart- 
ment was located in Chicago. He served as traffic man- 
ager of that company to Dec. 31, 1907, when the Buckeye 
Fish Co. was taken over by the Booth Fisheries Co. On 
Jan. 1, 1908, he was associated with the Indiana Steel 
Co., then a construction company, and served them until 
Feb. 28, 1909, when the Lllinois Steel Co. took it over 
for operation. On March 1, 1909, he received appointment 
as traffic manager of Albert Miller & Co. 

Mr. Robinson says that “Traffic work in general since 
1906 has been like reading a novel, still unfinised, the 
further we go into the proposition the more fascinating 
it becomes. I like the work, like to talk about it and 
live with it continually. My cases before the Commis- 
sion have numbered forty-seven since I have been with 
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Albert Miller & Co. I have heard from forty-four cases 
and we received forty-four favorable decisions. Th« 
irregularities being called to the Commission’s attention 
and heard purely upon facts unadulterated, have con- 
vinced me fully that any differences between the shippers 
and carriers can be and will be satisfactorily adjusted 
The one case which I take pride in referred to is covered 
by I. & S. Docket No. 45, in the matter of investigation 
and suspension of the advances in rates for the trans 
portation of potatoes and other articles, which principally 
attacked the minimum on potatoes produced in Texas and 
Louisiana to points in the C. F. A. territory. The cas 
covered a period of about three years. The Commission’s 
first ruling was under Docket 3408, heard Oct. 10, 1910, 
before Special Examiner Matthew, and this opinion was 
fully confirmed by Commissioner McChord March 21, 1912, 
Opinion 1814. Both cases were handled entirely by the 
writer and the result was indeed gratifying.” 

F. P. Cruice has been appointed assistant general 
freight and passenger agent, Atchison, Topeka & Santa 
Fe Coast Lines, S. F. P. & P. Lines, and Grand Can) 
Railway, with headquarters at Prescott, Ariz. He will 
have charge of solicitation on the A., T. & S. F. Coast 
Lines, S. F. P. & P. Lines, and Grand Canyon Railway 
Mexico. 


New 





Arizona and 

P. W. Booth has been 
agent of the International & Great Northern, with head- 
quarters at San Antonio, Tex. 








appointed traveling freight 


J. A. Fitzgerald has been appointed soliciting freight! 
agent of the Atchison, Topeka & Santa Fe at Houston, 
Tex. He succeeds W. R. Pillsbury, resigned. 

H. P. Friedman has been appointed division freight 
agent of the Southern Railway at Norfolk, Va. 

W. R. Graham has been appointed soliciting freight 
agent of the Southern at Huntsville, Ala. 

C. H. Jackson has been appointed commercial agent 
of the Ann Arbor Railroad at Toledo, O. 

W. R. Pillsbury has been appointed traveling freight 
agent and passenger agent of the Chicago, Burlington & 
Quincy, with headquarters at Dallas, Tex. He succeeds 
Charles Sorg, Jr., resigned. 

Charles Sorg, Jr., traveling freight and 
agent of the Chicago, Burlington & Quincy, Dallas, Tex., 
has been appointed commercial agent of the Ft. Worth 
& Denver City, at Fort Worth, Tex. 

J. R. Veitch, assistant ‘to Traffic Manager R. M. 
Calkins of the C., M. & St. P. at Chicago, has beem trans 
ferred to Seattle, Wash., in the same capacity. 


passenger 


Donald C. Welty, assistant agricultural agent of (hé 
Texas & Pacific, New Orleans, has been appointed ag! 
cultural commissioner of the St. Louis, Iron Mountai 
Southern. 

V. J. Reid has been appointed general baggage a 
of the Texas & Pacific at Dallas, Tex. 

Frank Armstrong has been appointed local freight a 
Chicago, Burlington & Quincy at Chicago Station, vi 
M. Powell, deceased. 

Charles Elliott, formerly city passenger agent, W 
ern Maryland at Baltimore, has been appointed gen: ral 
baggage agent of the Western ‘Maryland, with headq«ar- 
ters at Baltimore. 


W 
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succeeded as city passenger agent by R. H. Lewis, 
was formerly in the office of the division passenger 
nt of the Pennsylvania Railroad. 
George D. Gallagher, chief rate clerk of the New 
eans & North Eastern, has been appointed assistant 
eral passenger agent of that road and also of the 
Alabama & Vicksburg, and Vicksburg, Shreveport & Pa- 
cific, with headquarters at New Orleans. He succeeds 
R. J. Anderson, who has resigned to go into other busi- 
nes 
P. R. Howard, contracting freight agent, Chicago, 


Great Western at Cincinnati, has resigned to become gen- 


eral agent Transcontinental Freight Co., with headquarters 
at Cincinnati. Prior to taking service with the Chicago 
Great Western Mr. Howard was successively in the serv- 
ice of the Pennsylvania Lines, Union Pacific, Southern 
Pacific, Central of Georgia, and was for nearly eight years 
chief clerk to E. E. Williamson, former commissioner Re- 
ceivers’ & Shippers’ Association of Cincinnati. 

William R, Shoop has been appointed manager of pur- 
chases and stores, Buffalo, Rochester & Pittsburgh Railway, 
in charge of purchasing, distribution and storage of all 
company supplies, with headquarters at Rochester, N. Y. 
The appointment is effective November 1. 

N. Hussey has been appointed soliciting freight agent 
Queen & Crescent Route, with headquarters at No. 11 South 
Tryon Street, Charlotte, N. C. 

G. F. Boyce has been appointed general agent Chicago 
Great Western at Rochester, Minn., in charge of freight 
and passenger traffic. 

At a meeting of the board of directors of Wells Fargo 
& Co, held in New York, September 25, F. S. Holbrook 
was appointed vice-president in charge of traffic, with 
headquarters at New York City. 

G. W. Bennett, vice-president and general manager 
the Willys-Overland Co., Toledo, O., died suddenly last 
month. 

The following appointments of the Atlanta, Birming- 
ham & Atlantic Railroad are effective October 15: V. E. 
Whitaker, general agent, Atlanta, Ga., vice G. A. Cart- 
wright, resigned; I. W. Rouzer, general agent, Birming- 
ham, Ala., vice V. E. Whitaker, promoted. 

C. D. Berecaw has been appointed general agent, At- 
lanta, Birmingham & Atlantic, Cordele, Ga. The office 
of commercial agent, Cordele, Ga., is abolished. 


RAILWAY COMMISSIONERS’ MEETING 


The twenty-fifth annual convention of the National 
Association of Railway Commissioners will be held at 
the rooms of the Interstate Commerce Commission in 
Washington, beginning on Tuesday, October 28, at 11 
a m. The committees to report to the convention are 
as follows, the name of the chairman only being given: 

(1) Executive Committee, Robert R. Prentis, Virginia. 

(2) Amendment of Act to Regulate Commerce, C. C. 
McChord, Washington, D, C. 

(3) Car Service, Demurrage, Reciprocal Demurrage, 
Storage Rules and Charges (chairmanship vacant). 

(4) Delays Attendant Upon Enforcing Orders of 
Railway Commissioners, Clyde B. Aitchison of Oregon. 

(5) Express Service and Express Rates, Martin S. 
Decker, New York. 

(6) Grade Crossings and Trespassing of Railroads, 
Cassius L. Glasgow, Michigan, 
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(7) Legislation, Lawton T. Hanna, Michigan. 

(8) Powers, Duties an¢ Work of Railway Commis- 
sions, W. G. Smith, South Dakota. 

(9) Railroad Taxes and Plans for Ascertaining Fair 
Valuation of Railroad Property, Milo R. Maltbie, New 
York. 

(10) Rates and Rate Making, William F. McKnight. 
Arkansas. 

(11) Railway Capitalization, John M. Eshelman, Cal- 
ifornia. 

(12) Railway Service and Railway Accommodations, 
R. Hudson Burr, Florida. 

(13) Safety Appliances, William Kilpatrick, Illinois. 

(14) Statistics and Accounts, B. H. Meyer, Wash- 
ington, D. C. 

(15) Shippers’ Claims, Halford Erickson, Wisconsin. 

(16) Statistics and Accounts of Electric Railways, 
George W. Bishop, Massachusetts. 

(17) Telephone and Telegraph Rate and Service, 
J. E. Love, Oklahoma. 

(18) Uniform Classification and Simplification of 
Tariff Sheets, Clifford Thorne, Iowa. 

(19) Rails and Equipment, James E. Sague, New 
York. 

Owing to the unusual interest of the questions that 
will be presented to this convention, it is promised that 
this will be the most important convention thus far held, 
and the president, O. P. Gothlin, Ohio, earnestly requests 
the co-operation of all members of the association, and 
urges their attendance upon this meeting. 


CINCINNATI TRAFFIC BRANCH 


The regular monthly meeting, preceded by an in- 
formal supper, of the Traffic Branch of the Cincinnait 
Chamber of Commerce, was held on October 13 at the 
Business Men’s Club. 

The principal speaker of the evening was Walter A. 
Draper, president of the Cincinnati Chamber of Com- 
merce. This subject was “Transportation in Europe.” 
His address was an informal] talk on items of interest on 
freight and passenger transportation which were noted 
by him on a recent European tour. 

Guy M. Freer, manager of the traffic department, 
followed with a detailed report of the conference of the 
carriers and the National Industrial Traffic League with 
the Interstate Commerce Commission on uniform bills 
of lading. 

The chairman announced that the Chamber of Com- 
merce would award a first cash prize of $50 and a second 
cash prize of $25 for the two best papers on the subject 
of transportation or traffic written by members and read 
before the Branch during the next twelve months. The 
offer was enthusiastically accepted by the Branch, and 
in the discussion which followed, eighteen members sig- 
nified their intention of competing for the prizes. The 
chairman appointed a committee to draft suitable rules 
and regulations to govern the contest and to select three 
judges to pass upon the papers. 

The package car efficiency committee reported sev- 
eral conferences with the carriers with a view of secur- 
ing more prompt and better service on the road move- 
ments, and arranged for a joint conference with repre- 
sentatives of both the operating and traffic departments 
of all Cincinnati lines to be held Tuesday, October 14, 
to take up the question of more prompt handling of 
freight within the switching limits, 
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Conducted by 


CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring Immediate answer may 
secure privately written answers to their inquiries by the pay- 


ment of a small fee, given on application. 
Address Legal Department, The Traffic Service Bureau, 


Colorado Building, Washington, D. C. 
Special Damages Resulting From Remote Causes. 

Georgia.—“A shipper had carload of fixtures moving 
from this to an adjoining state. One of his employes 
proceeded to the point of destination to erect the ship- 
ment. Upon advice of the carrier, five days was allowed 
for the shipment to reach destination, a distance of ap- 
proximately 484 miles, over the lines of two carriers. 
The shipment was in transit fifteen days on account of 
an admitted diversion of the carriers. Consignor filed 
claim for wages and hotel expenses of his employe for 
ten days, the claimed extent of delay. Carrier referred 
him to section three of bill of lading (standard form), 
but offered compromise of claim on 50 per cent. Kindly 
advise status of claim and indicate procedure.” 

The measure of damages for delay in transportation 
and delivery of good, is the difference betwcen the mar- 
ket value when the goods should have been delivered 
and the value at the time of their delivery, the carrier 
being liable to the extent of the depreciation, with in- 
terest from the time when they should have been de- 
livered, together with such other and incidental damages 
as naturally and proximately flow from the delay. That 
is, the expense or trouble in making further applications 
or journeys to get the goods, in searching for them, or 
in making reasonable effort to avert the loss or to make 
it as light as possible. 

A carrier is not liable for compensation 
chanics employed to use the goods transported 
awaiting their arrival, in the absence of evidence that 
the carrier had notice of such circumstances. In other 
words, where such damages are too remote and specu- 
lative, and were not within the contemplation of the 
parties at the time of contract, but are the result only 
of special circumstances which should have been com- 
municated to the carrier when the contract was made; 
the law requiring the shipper to inform the carrier, at 
the time the contract was made, of the special circum- 


stances requiring expedition in the shipment. 
+ * * 


paid me- 
while 


Freight Charges on Return Shipments Destined to Em- 
bargo Points. 

Texas.—“‘A carload shipment was tendered the rail- 
road company, on a through bill of lading, to the Republic 
of Mexico, originating in the state of Texas. Routing of 
this shipment was via Rio Grande crossing and the Na- 
tional lines of Mexico. Upon arrival of shipment in 
question at the crossing, which is the natural point of 
delivery to the rail lines of Mexico, it was discovered 
that there was an embargo, prohibiting the movement of 
any and all classes of freight, due to war troubles, it 
being impossible for the initial line to effect delivery to 
Mexican lines, and was necessary to have this shipment 
returned to point of origin, as there was no market for 
this shipment at the point of detention. In way of com- 
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pensation for the services performed by the railways to 
and from Rio Grande crossing, they rendered us bill for 
local freight charges to the crossing, plus one-half rate 
back, account of return shipment. Inasmuch as the rail 
way company was unable to carry out their part of the 
agreement, we are under the impression that this ship. 
should be returned without any freight charges 
whatever. Had this shipment not been returned, it would 
have’ had to remain until embargo was raised. This 
embargo is still on, with no very bright prospect of being 
raised for some time to come. We should like to hear 
from you whether or not a freight charge should be 
assessed on this shipment.” 

It is the duty of a common carrier to accept and 
carry the goods of all persons who may apply for such 
carriage, provided the goods be of the kind which it 
professes to carry, and the same can be safely trans. 
ported to the desired destination point. The carriers 
having no choice in the matter, must transport the goods 
in accordance with their contract, but would be excused 
in so doing if hostilities are threatening in the country 
to which the shipment is consigned, and where an embargo 
operates as a restraint. While an embargo operates as 
a temporary restraint, and only suspends the time of 
performance of the contract of affreightment, yet if the 
conditions are such that to proceed to destination would 
subject the goods to seizure and confiscation, this state 
would justify the carriers in refusing to proceed further 
on the journey. As such failure to deliver cannot be 
attributable to any fault of the carrier, and as it is the 
duty of a shipper to keep himself informed as to the 
status of an embargo, the carrier is entitled to its freight 
charges for such service as it has rendered, and could 
therefore lawfully assess whatever rate it has published 
for the return of the shipment, if such return was re- 
quested by the shipper or made necessary for the preser 
vation of the shipment. 

* = * 


ment 


Reconsignment of Refused Shipments. 

Kansas.—“Car in question originated in Colorado 
destined to an Oklahoma point on line ‘O.’ Upon reach 
ing destination the car was found to be in a damaged 
condition, and, as it could not be handled at first des 
tination, was back-hauled on same line ‘O’ to a nearby 
Kansas point. Freight was assessed on basis of Okla 
homa rate, which is ten cents above the Kansas rate 
and in addition we were charged regular back-haul as 
provided in tariff of line ‘O.’ Our contention is that 
rate properly assessable to the shipment is the Kansas 
rate, which was final destination, and, in addition to this 
rate, we should be charged ordinary back-haul, or out- 
of-line haul. Carriers contend that first destination, or 
the Oklahoma point, should be used as basis of freight 
charge, to which should be added back-haul,” 

This is a matter entirely of tariff regulation. A 
similar question was decided by the Commission in rule 
114, Conference Rulings, Bulletin No. 6. It appeared that 
in some instances carriers are willing to reconsign re 
fused shipments to points beyond the first destination 
and to apply the tariff rate from point of origin to {inal 
destination, even though it be lower than the rate to 
first destination, but they do not feel at liberty to do s0 
in view of paragraph 2 of rule 78, Tariff Circular 15-A. 
It is optional with the carrier whether or not it will gran! 
reconsignment privilege. If granted, the conditions 20 
erning it must be in the tariff, and if charges for back 
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il or out-of-line haul are to be assessed, the rule must 
so state. 

Rule 78, Tariff Circular 15-A, now published as rule 
67, Tariff Circular 18-A, provides that a carrier may pro- 
in its tariffs for the return or reconsignment of 
shipments which are damaged in transit and’ refused by 
the consignee at the through rate from point of origin 
to final destination, either with or without the exaction 
of a reconsignment charge. Where a tariff provides for 
return or reconsignment of shipments, the tariff rule 


must be strictly complied with. 
* * x 


yiade 


Necessity of Publishing Reconsignment Rules. 

Washington.—“Carriers’ agent informed shippers and 
consignees they could ship a carload of cement from 
‘Xx’ to stations ‘Y’ and ‘Z,’ on a through rate to ‘Z’ by 
paying a $5 stop-over charge at ‘Y.’ ‘Z’ is a prepay sta- 
Carriers’ agent issued prepay bill of lading as- 
sessing charges to ‘Z,’ which is the more distant station, 
and also charged $5 for stop-over at ‘Y,’ marking original 
bill of lading ‘Stop at Y for partial unloading.’ However, 
car was not stopped at ‘Y’ and was carried to ‘Z,’ neces- 


tions. 
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it is found tariff will not permit stopover. Claimed: 
Car should have stopped at ‘Y,’ the rate to ‘Y’ applied 
and charges assessed on balance forwarded to ‘Z,’ which, 
under the circumstances, would have been one-fourth 
of the shipment. Above contention declined by carriers, 
no cause given.” 

If the car in question was billed through to “Z” at 
the published through rate to that point, and the carriers’ 
tariff did not provide for stop-over privileges for unload- 
ing and reconsignment at “Y” for final delivery at “Z,” 
at the published through rate, then you were properly 
chargeable with the through rate to “Z” plus the local rate 
for the back-haul from “Z” to “Y.’ Reconsignment privi- 
leges and rules must be published in the carriers’ tariffs 
on file with the Commission (rule 72 (a), Conference 
Rulings, Bulletin No. 6), and reparation will not be 
awarded on the basis of a reconsignment privilege ex- 
tended by the carriers, but not duly published in their 
tariffs. Sunderland Bros. Co. vs. B. & O. S. W. R. R., 
Unrep Op. 267. 


Docket of The Commission 


Note.—Items In the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 
preceding week, 


October 18—Argument at Washington, D. C.: 

4677—Pemecky Co. et al. vs. M. K. & T. Ry. Co. of Tex. et al. 

4768—Griffing, W. A., et al. vs. C. & N. W. Ry. Co. et al. 

5601—Jenkins & Co. et al. vs. O. S. L. R. R. Co. et al. 

= Merchants Assn. of Mont. et al. vs. Nor. Pac. Co, 
et al. 

§206—Yegan Bros. vs. C. B. & Q. R. R. Co. et al. 

a Becker (Wisconsin Coal Co.) vs. Pere M. R. R. 
o. et al. 


October 20—Argument at Washington, D. C.: 
5447—Cheek, C. T. & Sons et al. vs. Can. Pac. Ry. Co. et al. 


October 20—Oral Argument of Docket 5354 in the matter of 
Practices and Regulations Governing the Issuance, Sale and 
Exchange of Mileage Books, assigned for Washington, is 
canceled. Assignment of oral argument of the above entitled 
proceeding forwarded under date of September 18 is in 
error and this case was assigned before the Commission in 
May, 1913, and now stands submitted for decision. 


October 20—Mobile, Ala.—Special Examiner Boyle: 
5899—Mobile Chamber of Commerce and Business League et 
al. vs, Aberdeen & Rockfish R. R. Co. et al. 


October 20—Kansas City, Mo.—Special Examiner Marshall: 

|. & S. No, 311—Rates on bananas from New Orleans, La., 
Galveston, Tex., and other gulf ports to Topeka, Kan., Lin- 
coln and Beatrice, Neb. 

Fourth Section Application Nos. 2176 and 639. 

5207—Topeka Traffic Assn. vs. Ala. & Vicks. Ry. Co. et al. 

OSS eaeatn Produce Co, et al. vs. Ala. & Vicks. Ry. Co. 
et al. 

4794—-Massie & Pierce Lumber Co. et al. vs. Norf. & West. 
Ry. Co. et al. 


October 20—Philadelphia, Pa.—Special Examiner Gutheim: 
|. & S. No, 279—Rates on potash and other commodities from 
a Atlantic seaboard points to Cincinnati, O., and other 
points. 


October 20—Denver, Colo.—Special Examiner Flynn: 
wee Uaaiele & Fisher Stores Co. et al. vs. Colo. & Sou. Ry. 
Lo. et al, 
5540—Wolverton, Edward, vs. Union Pac. R. R. Co. 
,°704—Western Stores Co. vs. Wells Fargo & Co. 
Fourth Section Application No. 990. 


October 21—Boston, Mass.—Commissioner Prouty: 
|, & S, 253—Massachusetts-Maine wool rates. 

l. & S, 296—High explosives ratings from Kenvil, N. J., and 
other points to stations on the Boston & Maine R. R. 

4845—In the matter of rates, classification, regulations and 
practices of carriers. 

October 21—Philadelphia, Pa.—Special Examiner Gutheim: 
4792-Plymouth Coal Co. vs. P. R. R. Co. et al. 
4806—Plymouth Coal Co. vs. D. L. & W. R. R. Co. 

October 21—Washington, D. C.—Special Examiner Rynder: 
5278—Spring Coal Co, vs. Norf. & West. Ry. Co. 

Fourth Section Application Nos. 603, 682 and 4475. 

October 21—Argument at Washington, D. C.: 
5425—National Coal Co. vs. B. & O. R. R. Co. 
5626—Grand Rapids Plaster Co. vs. L. S. & M. S. Ry. Co. et al. 
5734—Huerfano Coal Co, et al. vs. Colo, & So. R. R. Co. et al. 





October 21—Denver, Colo.—Special Examiner Flynn: 
5931—Wellington Mines Co. vs. Colo. & Sou. Ry. Co. et al. 
5847—American Furniture Co. vs. C. B. & Q. R. R. Co. et al. 
5997—American Furniture Co. vs. Chi. & Erie R. R. Co. et al., 


oral. 
*5947—La Junta Milling and Elevator Co. vs. A. T. & S. F. 
Ry. Co. 
October 22—Argument at Washington, D. C.: 
5655—Omaha Grain Exchange vs, C. R. Il. & P. Ry. Co. 


sac! oP aces Advancement Co. et al. vs. C. & N. W. Ry. Co. 
et al. 


October 22—Philadelphia, Pa.—Special Examiner Gutheim: 
5638—Plymouth Coal Co. vs. D. L. & W. R. R. Co. 
5905—Plymouth Coal Co. vs. Lehigh Valley R. R. Co. 

October 23—Joplin, Mo.—Special Examiner Marshall: 
5876—Commercial Club of Joplin, Mo.. vs. Mo. Pac. Ry. Co. 
Se Flour Mills Co. vs. St. L. & & F. R. R. Co. 

et al 

October 23—Argument at Washington, D. C.: 

1, & S. 217—Storage charges in Central Freight Assn. terr. 

October 23—Oral argument at Washington, D. C., cancelled. 


eo Coast Growers’ & Shippers Assn. vs. Am, Ex 

o. et al. 

ee Truck Growers’ Assn. vs. Ill, Cent. R, R. Co. 
et . 


5595—New Orleans Vegetable Growers’, Merchants’ and Ship- 
pers’ Assn. vs. Ill. Cent. R. R. Co. et al. 
5600—Roseland Truck Farmers’ Assn, vs. Ill. Cent. R. R. Co. 


October 23—Pueblo, Col.—Special Examiner Flynn: 
oe eee, Milling & Elevator Co. vs. A. T. & S. F. Ry 
so. et al. 
5769—Pueblo Commerce Club vs. D. & R. G. R. R. Co. 
October 24—Argument at Washington, D. C.: 
1277—Carl Eichenberg vs. So. Pac. Co. et al. 
5777—Lake Superior Paper Co. vs. D. 9. S. & A. Ry. Co. et al. 
5572—Campbell’s Creek Coal Co. vs. Ann Arbor R. R. Co. et al, 
5584—Campbell’s Creek R. R. Co. vs. Ann Arbor R. R. Co. 


et al. 
5651—Dickinson, H. C., et al. vs. Ann Arbor R. R. Co. et al. 


October 25—Grand Junction Colo.—Special Examiner Flynn: 


5424—Colorado Chemical & Spray Mfg. Co. vs. Ind. Harb. Belt 
R. R. Co. et al. 


October 27—Memphis, Tenn.—Special Examiner Boyle: 


6082—New Orleans Cotton Exchange et al. vs. L. & N. R. R. 


Co. 
October 27—Salt Lake City, Utah—Special Examiner Flynn: 


5843—Salt Lake Mattress & Mfg. Co. et al. vs. A. T. & 9. F. 
Ry. Co. et al. 


October 27—Chicago, Ill.—Commissioner Harlan: 


oe & Alton Coal Co. et al. vs. A. T. & S. F. Ry. 

o. et al. 

eee Coal Co. et al. vs. B. & O. S. W. R. R. Co. 
et al. 

*5698—Business Men’s League of St. Louis vs. B. & O. S. W. 
R. R. Co. et al. 

*|, & S. 237—Illinois-St. Louis coal rates. 

*l, & S. 261—Illinois-Minnesota coal rates. 

*2486—Grisholt Machine Co. vs. C & N W Ry. Co. et al. 

Ta Coal & Supply Co, vs. C. & N. W. Ry. Co. 
e 

*5889—Furniture Mfrs. Assn, of Grand Rapids, Mich., vs, Ann 
Arbor R. R. Co. et al. 


727 


sitating back-haul with additional charges of three-fourths 
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October 28—Louisville, Ky. 


s~t 


*6051—Rockford Mfrs. & Shippers’ Assn. vs. A. T. & S. F. Ry. 


Co. et al, 
October 28—Washington, D. C.—Special Examiner Settle: 


*5669—Newport Mining Co. vs. C. & N. W. Ry. Co. 
*5755—Hayes Mining Co. vs. C. & N. W. Ry. Co. 


*§563—Corrigan, McKinney & Co. vs. M. St. P. & S. 8S. M. 


Ry. Ce. 

October 28—Spartanburg, S. C.—Special Examiner Marshall: 
*5836—City of Spartanburg, S. C., vs. Caro C. & O. Ry. 

Special Examiner Gutheim: 

i. & S. 301—Rates on ground crude phosphate rock in pack- 
ages from Evansville, Ind., to points in Indiana, Illinois, 
Ohio and other states. 

5508—Louisville Board of Trade vs. L. & N. R. R. Co. 





October 28—Louisville, Ky.—Special Examiner Gutheim: 


6167—Federal Chemical Co, et al. vs. B. & O. R. R. Co. et al. 


October 28—Ogden, Utah—Special Examiner Flynn: 


5689—Lowe, Geo, A., Co. vs. C. M. & St. P. Ry. Co. et al. 
6093—Carroll Bros. vs. Chicago Great Western R. R. Co. et al. 


October 29——Reno, Nev.—Special Examiner Flynn: 


4231— Nevada Hills Mining Co. vs. Sou. Pac. Co. 

5605—Goldfield Cons. Milling & Trans. Co. vs. P. R. R. Co 
et al. 

5814—Goldfield Cons. Milling & Trans. Co. vs, A. T. & S. F. 
Ry. Co. et al. 

a sce Cons. Milling & Trans. Co. vs. Sou. Pac. Co. 
et al. 

5608—Goldfield Cons. Mines Co. vs. A. T. & S. F. Ry. Co. et al. 

a ee Extension Mining Co. vs. C. R. Il. & P. Ry. 
Co. et al. 


October 30—Washington, D. C.: 
*6130—Louisiana State Rice Milling Co. vs. M. L. & Tex. R. R. 


& 8S. S. Co. et al. 


October 30—Cincinnati, O.—Special Examiner Gaddess: 


Fourth Section Applications asking authority to continue 
lower rates on sugar from New Orleans and other points 
taking the same rates to Ohio River crossings, Memphis, 
Tenn., and St. Louis, Mo., than to intermediate stations. 


October 30—Hearing at Washington, D. C.—Commissioner Clem- 


ents: 
4844—In the matter of bills of lading. 


October 31—New York, N. ¥.—Commissioner Marble: 


5393—National Baggage Committee vs. A. T. & S. F. Ry. Co. 


November 3—Atlanta, Ga.—Special Examimer Mackley: 


*l. & S. 125—Advances in rates for the transportation of boots 
and shoes from Boston, Mass., and other points to Atlanta. 

*1141—Esserman Bros. vs. Sou. Ry. Co. et al. 

*1142—J. Kuttner vs. Sou. Ry. Co. 

*1161—Bass & Heard vs. Sou. Ry. Co. et al. 

*4596—Chamber of Commerce of the City of Augusta, Ga., vs 
A, C, L. R. R. Co, et al. 7 . et 

*5429-——-Freight Bureau of the Chamber of Commerce of Macon 
Ga., vs. Cent. of Ga. Ry. Co. et al. ; P 


November 3—Oklahoma City, Okla.—Special Examiner Gutheim: 


I. & S. No. 286—W heat rates from /klahoma points to Mem- 
phis, Tenn., and other points. 


November 3—Chicage, I1.—Chief Examiner Brown: 


*5496—2tna Powder Co. vs. Wabash R. R. Co. et al 

*5950-——Standard Oil Co. (Ind.) vs. Pa. Co. et al rs 

*9952—W. W. Barnard Co. ve. C. M. & St. P. Ry. Co. 

ae renee Wrapping Paper Co. vs. C. R. lL. & P. Ry. Co. 
et al, ; 

*6033—Central Commercial Co. vs. D. & H. Co. et al. 

*6043—Green Bros. Box & Lumber Co. vs. C. & N. W. Ry Co. 


November 3—San Francisco, Cal.—Special Examiner Flynn: 


— J. W., & Co. et al. vs. L. S. & M. S. Ry. Co. 

et al. 

a et J. W., & Co. et al., vs. L. S. & M. S. Ry. Co. 
et al. 

5987—Potter Fixtures Co. vs. A. T. & S. F. Ry. Co, et al. 

6004—California Ink Ca. vs. Mo., Okla. & Gulf Ry. Co. et al. 


November 4—Chicageo, Ill.—Chief Examiner Brown: 


*6044—Franklin Steel Works vs. Ore.-Wash. R. R. & Navy. Co. 
et al. 

*6057—Dolese Bros. vs. C. & N. W. Ry. Co. et al. 

*6064—Squire Dingee Co, vs. C. & E. I. R. R. Co. et al. 

*6066—R. + Hofheinz et al. vs, International & Gt. Nor. Ry. 
Co, et al, 


November 4—Chicago, Ill.—Chief Examiner Brown: 


*6137—Rockford Lumber & Fuel Co. vs. C. M. & St. P. Ry. Co. 


et al, 


*4938—Tusten Seed & Produce Co., Ltd., vs. Vicks. S. & P. Ry. 


et al. 

*5383—Orgill Bros. & Co. vs. lll. Cent. R. R. Co. 
*5537—Anderson Tully Co. vs. Ala. & Vicks. Ry. Co. et al. 

November 4—Oklahoma City, Okla.—Specia]l Examiner Gutheim: 
6021—Crowdus Brothers et al. vs. A., T. & S. F. Ry. Co. 

et al. 

November 4—San Francisco, Cal.—Special Examiner Flynn: 
6008—Simonds Machinery Co. vs. C. B. & Q. R. R. Co. et al. 
6012—Sloane, W. & J., vs. Sou. Pac. Co. et al. 
6037—Welisch, W. T., & Co. vs. St. L. S. W. Ry. Co. et al. 


November 5—Atlanta, Ga.—Special Examiner Mackley: 
2 


‘hamber of Commerce Freight Bureau, Macon, Ga., vs. 


Cc. N. O. & T. P. Ry. Co. et al. 


November 5—Oklahoma City, Okla.—Special Examiner Gutheim: 
6068—Oklahoma Portland Cement Co. vs. Ark., La, & Gulf 


Ry. Co. et al. 
November 6—Wichita, Kan.—Special Examiner Gutheim: 


i. & S. 308—Rates on canned apples from points in Wash. 


and other states to eastern destinations. 


5830—Wichita Business Assn. vs. K. C., M. & O. Ry. Co. et al. 
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November 7—Wichita, Kan.—Special Examiner Gutheim: 


5978&—Wichita Business Assn. vs. A., T. & S. F. Ry. Co. et al. 


November 7—St. Louis, Mo.—Chief Examiner Brown: 


*5963—Simmons Hardware Co. vs. Nor. Pac. Ry. Co, et a 

oar = ae Lumber Co. vs. M., La. & Tex. R. R. & 9. S. Co, 
et al. 

*6014—Condie Neale Glass Co. vs. M. & O. R. R. Co. et al 

*6038—Gulf Lumber Co. vs. Ala. Gt, So. R. R. Co. et al. 


November 7—St. Louis, Mo.—Chief Examiner Brown: 


*5106—Bott Bros. Mfg. Co. vs. C. B. & Q. R. R. Co. et al. 
November 7—Portland, Ore.—Special Examiner Flynn: 

1. & S. No. 300—Rates on green fruit from points in Idaho, 

Oregon and Utah to eastern destination. 

6041—-Mitchell, Lewis & Staves Co. vs. Sou. Pac. Co. 
6095—Dallias Lumber and Logging Co. vs. Sou. Pac. Co 
November 8—St. Louis, Mo.—Chief Examiner Brown: 
*6056—East St. Louis Walnut Co. vs. St. L. S. W. Ry. Co 
*5469—Pendleton Grain Co. vs. Terminal R. R. Assn. of St 


Louis. 
November 8—St. Louis, Mo.—Chief Examiner Brown: 
*6125—Boeckeler Lumber Co. vs. Term. R. R. Assn. of St 


Louis et al. 

*6129—Milliken Refining Co. vs. M. K. & T. Ry. Co. et 

November 8&—Richmond, Va.—Special Examiner Thurtell: 

*4828—Conquest, P. L., & Son et al. vs. S. A. L. Ry. Co. et al 

*Fourth Section Application Nos. 1573 and 703. 

November 8—Wichita, Kan.—Special Examiner Gutheim: 
5819—Wichita Business Assn. vs. Clinton, Okla. & W. Ry. Co 

et al. 
6034—Daves & Daves Grain Co. vs. Midland Valley R. R. Co 
et al. 

November 10—Seattle, Wash.—Special Examiner Flynn: 
5991—-Pacific Coast Gypsum Co, et al. vs. Ore.-Wash. R. R 

& Nav. Co. et al. 
5550—Hardman Hat Co. vs. N. Y. C. & H. R. R. R. Co. et al 
5674—Downie Pole Co. vs. Nor. Pac. Ry. Co. et al. 
5789—Carpenter-Olwell Lumber Co. vs. Nor. Pac. Ry. Co. etal 
6007—Norton, H. F., Co. vs. Nor. Pac. Ry. Co. et al, 
4818—Northwestern Woodenware Co. vs. C. M. & Puget Sound 
Ry. Co. et al. 

November 10—Washington, D. C.—Special Examiner Mackley: 

*5374—United States of America vs. R. F. & P. Ry. Co. et al 

November 10—Kansas City, Mo.—Chief Examiner Brown: 

*5874—W. H. Cox vs. A. T. & S. F. Ry. Co. et al. 

*5881—Helmers Mfg. Co. vs. C. R. lL. & P. Ry. Co. 

*2420—Louisiana Central Lumber Co. et al. vs. C. B. & Q 

R. R. Co. et al. 
*3294—F’. G. Krotter Co, et al. vs. C. B. & Q. R. R. Co, et al 
*4173—Walrath & Sherwood Lumber Co, vs, C. R. L. & P. Ry. 
Co. et al. 

November 11—Kansas City, Mo.—Chief Examiner Brown: 

*5612—W ood-Everts Stove Co. vs. C. R. L. & P. Ry. Co. et al. 

*5804—Hammond Bros. vs. C. B. & Q. R. R. Co. 

*5805—David H. Clark vs. C. M. & St. P. Ry. Co. 

*5884—Laning-Harris Coal & Grain Co. vs. C. & E. I. R. R 

et al. 

*5908—Sonker-Galamba Iron & Metal Co. vs. A. T. & S. F 

Co, et al. 

November eee Mont.—Special Examiner Gutheim 
5673—Lindsay & Co., Ltd., vs. Wells, Fargo & Co. et al 
§825—Lindsay & ©. et al. vs. Northern Express Co. et 
5972—Lindsay-Walker Co. vs. Adams Express Co. 

November 12—Helena, Mont.—Special Examiner Gutheim 
5757—Lindsay-Walker Co. et al. vs. Sou. Pac. Co. et al 
5866—Lindsay-Walker Co. et al. vs. Sou Pac. Co. et al! 

November 12—Kansas City, Mo.—Chief Examiner Brown: 
*5808—Caroline Dierks vs. So. Pac. Co. et al. 
*5829—Kansas City Egg Case Filler Co. vs. C. M. & 

Ry. Co. 

*5682—Foster Lumber Co. vs. C. & N. W. Ry. Co. et al. 
*5957—H. E. Wallingford vs. A. T. & S. F. Ry. Co. et al. a 
*5527—United Kansas Portland Cement Co. et al. vs. A. 1 

& S. F. Ry. Co. et al. 


November 13—Kansas City, Mo.—Chief Examiner Brown 
*6102—Gees, R. W., Commission Co. vs. St. L. & 8S. F. 


Co. et al. , 
*6107—Wyeth Hardware & Mfg. Co. vs. C. Gt. West. R. R. | 


et al. 
November 13—Kansas City, Mo.—Chief Examiner Brown 
*6002—Peycke Bros. Commission Co. vs, Ill. Cent, R. R. ©? 
et al. 


*6005—Standard Grain & Milling Co. vs. C. & N. W. Ry. © 
et al. 

*6048—Kansas City Bridge Co. vs. De Queen & Eastern |: R 
Co, et al. 


*5872—Arkansas Short Leaf Lumber Co. vs. St. L. L M. & 
R. R. Co. et al. 
November 14—Helena, Mont.—Special Examiner Gutheim 


5882—Northwest Coal Co. vs. Union Pac. R. R. Co. et al : 
a 


5982—Lindsay Walker Co. et al. vs. C. B. & Q. R. R. Co 


November 15—Cincinnati, O.—Chief Examiner Brown: 
*5855—C. G. Blake Co. vs. M. St. P. & S. S. M. Ry. Co. 
*5858—Hinsch Briscoe Coal Co. vs. Vandalia R. R. Co. et 
*5930—Ferd Brenner Lumber Co. vs. Va. & S. W. Ry. Co 
November 15—Spokane, Wash.—Special Examiner Flynn: 
5538—Northern Mercantile Co. vs. Great Nor. Ry. Co. 
5539—Kroll Lumber Co. vs. Great Nor. Ry. Co. et al. 
5569—Holt Mfg. Co. vs. Ore.-Wash, R. R. & Nav. Co. et 
5582—Ryan & Newton Co. vs. Nor. Pac. Ry. Co. et al. 
——— Cycle & Supply Co. vs. Spokane Int. Ry» 
et al. 
5621—Kulzer, J. G., vs. Great Nor. Ry. Co. et al. 
November 17—Minneapolis, Minn.—Special Examiner Gu' 
*6069—Russell Creamery Co. vs. Gt. Nor. Express Co. 
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ember 17—Cincinnati, O.—Chief Examiner Brown: 
1j—Harry R. Browne vs. Sou. Ry. Co. et al. 
145—George E. Markley & Co. vs, A, C. L. R. R. Co. et al. 
vember 17—Canton, O.—S/pecial Examiner Disque: 
3—Canton Bridge Co. vs. Pa. Co, et al. 
9—Massillon Bridge & Structural Co. vs. Pa. Co. et al. 
6—Robinson Clay Product Co. vs. B. & O. R. R. Co. et al. 
ember 17—Minneapolis, Minn.—Special Examiner Gutheim: 
s—Bracket, C. S., Co. vs. Gt. Nor. Express Co. 
0—Fitzsimmons Palmer Co. vs. Adams Express Co. et al. 
ember 17—Pittsburg, Pa.—Commissioner Meyer: 
j}— Pittsburg Steel Co. vs. P. & L. E. R. R. Co. et al. 
mber 17—Santa Fe, N. M.—Commissioner Clements: 
i—State Corporation Commission of N. M. vs. A. T. & 
mber 17—Spokane, Wash.—Special Examiner Flynn: 
j—Allen, Henry J., vs. Union Pac. R. R. Co. et al. 
i—Northern Mercantile Co. vs. Spokane Int. Ry. Co. et al. 
i—Geiger, Reinhold, vs. Great Nor, Ry. Co. 
6—Lamb-Davis Lumber Co. vs. Great Nor. Ry. Co. et al. 
3—Inland Seed Co. vs. Ore.-Wash. R. R. & Nav. Co. et al. 
118—Collins, Charles H., Co. vs. Nor. Pac. Ry. Co. et al. 
vember 18—Minneapolis, Minn.—Special Examiner Gutheim: 
j—Interstate Packing Co. vs. C. M. & St. P. Ry. Co. et al. 
7—Drake Marble & Tile Co. vs. Nor. Pac, Ry. Co. et al. 
November 19—Buffalo, N. Y.—Commissioner Meyer: 
3218—Wickwire Steel Co. vs. N. Y. C. & H. R. R. R. Co. 
74—Pennsylvania Paraffine Works vs. Pa. R. R. Co. 
November 20—Buffalo, N. Y.—Commissioner Meyer: 
5—Toledo Produce Exchange vs. Ann Arbor R. R. Co. et 


DIGEST OF NEW COMPLAINTS 


No. 6155. Greenbaum, 8. J., Co., Midway, Ohio, vs. Baltimore 
Ohio et al. 
nlawful, unjust and discriminatory rates on whiskey from 
lidway to points in New York, Massachusetts, Connecticut, 
thode Island, New Hampshire, Pennsylvania, New Jersey, 
laryland, Virginia, West Virginia, Ohio, Michigan and Dis- 
of Columbia. Ask for rates not in excess of the rates 
1m Louisville and Lexington, Ky., and reparation. 
No. 6156. Same vs. Southern Ry. Co, et al, 
\lleges unreasonable and unjust rates on bottles from Cin- 
nnati, Chicago, Alton and Olney, Ill, Terre Haute and 
ndianapolis, Ind., Pittsburgh, Pa., and Wheeling, W. Va. 
\sks for maxima rates not to exceed those to Lexington and 
Louisville, and reparation. 
No. 6159. Goldfield Merger Mines Co., Goldfield, Nevada, vs. 
is Vegas & Tonopah R. R. Co. et al. 
xxcessive and unreasonable rate on shipments of mining 
ichinery from Akron and South Akron, Ohio, to Goldfield. 
for reduction from $2.07 to $1.62 and reparation. 
N 6160. Minneapolis Threshing Machine Co., Minneapolis, 
Minn., vs. Minneapolis & St. Louis R. R. Co. et al. 
nlawful, unjust and unreasonable charges on shipments 
machinery from Hopkins, Minn., to Covington, O., owing 
failure to protect transportation notations. Reparation. 
6161. Schloss & Kahn, Montgomery, Ala., vs. L. & N. 
\gainst a rate of 13 cents on ties and bagging, Montgomery 
New Orleans, as excessive and unreasonable. Demands 
ite of 10 cents and reparation to that basis. 
6162. Port Arthur Rice Milling Co., Port Arthur, Tex., vs. 
Texas & New Orleans et al. 
\gainst a rate of 25 and 33 cents on cleaned rice from Port 
thur to New Orleans. Demands a rate of 19 cents and 
paration, 
No. 6163. Foster Lumber Co., Kansas City, vs. Missouri, Kan- 
& Texas. 
Against a rate of 18 cents on portland cement from Kan- 
gas belt to Billings, Okla., as unreasonable and unjust. 
mands reasonable rate and reparation. 
No. 6164. Swift & Co., Fort Worth, Tex., vs, A. T. & S. F. et al. 
\gainst rate of $1.22 on soap, C. L., Fort Worth to Phoenix, 
Nogales and Safford, Ariz., and of $1.17 from Fort Worth to 
Mlagstaff, as unjust, unreasonable, excessive and discrimina- 
tory Ask for the establishment of just and reasonable rates 
be taken as basis for claim for reparation. 
No. 6165. Van Voorhies, A. A., & Co., Sacramento, Cal., vs 
M. & St. P. et al. 
\gainst the second class rates of $2.60 and $3.03 on leather 
rse collar caps, from Buchanan, Mich., to Sacramento, Cal., 
unjust, unreasonable and excessive. Ask for reasonable 
xima L. C. L. rates, and reparation. 
No. 6166. Alabama Chemical Co., Montgomery, Ala., vs. Mobile 
Ohio et al. 
\gainst a rate of $2.35 per ton on pyrites or mill cinders 
m Montgomery, Ala., to Federal, Ill., as unreasonable, 
ist and discriminatory. Ask for the establishment of a 
not to exceed $2.15. 
6168. Otis Mfg. Co., New Orleans, vs. Texas & New Or- 
ns et al. 
njust, unreasonable and discriminatory rates on shipments 
lumber from New Orleans to Houston and Dallas. Reason- 
e rates asked for and reparation. 
No. 6169. Anderson-Tully Co, of Memphis, Tenn., vs. St. Louis 
San Francisco, 
Unjust, unreasonable and discriminatory charges on ship- 
ents of box shooks from Memphis, Tenn., to Lockwood, 
» Just and reasonable rates asked for, and reparation 
No. 6170. Decatur Navigation Co., Decatur, Ala., vs. Louisville 
Nashville et al. 
\gainst the refusal to establish through routes and joint 
tes for the transportation of freight on the Tennessee River 
interstate points on the line of the defendant leading to 
crimination and unjust and unreasonable rates. Cease and 
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desist order asked for and the establishment of through 
routes and joint rates for the transportation of general mer- 
chandise and cotton as the Commission may deem to be just 
and reasonable. 

No, 6171. Massilon Sand & Stone Co., Barrs Mills, O., vs 
Wheeling & Lake Erie. 

Against a refusal to compensate for the furnishing of 
grain doors for the equipment of 241 cars. Ask for an order 
requiring defendants to properly equip their cars and for 
reparation for doors so furnished by complainant. 

No. 6172. Lindsay & Co., Ltd., et al., Helena, Mont., vs. North- 
ern Pacific et al. 

Excessive charges on shipments, C. L., of grapes, from 
points in the state of New York, Pennsylvania, Michigan, 
Iowa, Missouri and Kansas to points in the states of Mon- 
tana and Wyoming. Cease and desist order asked for, the 
establishment of reasonable rates and reparation to the 
amount of $6,435.33. 

No. 6173. Mount Pleasant Fertilizer Co., Mount Pleasant, Tenn., 
vs. Southern Ry. et al. 

Unjust, unreasonable and discriminatory charges on ship- 
ments of cottonseed meal from Corinth, Miss Reasonable 
and just rates asked for and reparation. 

No. 6174. Mount Pleasant Fertilizer Co., Mount Pleasant, Tenn., 
vs. Louisville & Nashville et al. 

Against present rates on fertilizer between Mount Pleasant 
and points in Arkansas. Reasonable rates asked for and 
reparation. 

No. 6175. Beaver Co., of Buffalo, N. Y., vs. New York Central 
.& Hudson River et al. 

Excessive, illegal and unjust rates for the transportation 
of wood pulpboard from Black Rock, N. Y., to Easton, Pa., 
due to alleged misrouting. Cease and desist order asked for 
and reparation. 

No. 6176. Comley Lumber Co., Wichita, Kan., vs. Colorado & 
Southern et al. 

_ Excessive rates on C. L. shipments of lumber between Tex- 
line, Tex., and Clayton, N. M. Ask for a reduction of the 
rate from 14 cents to 7 cents and reparation on that basis or 
to the basis of such other rate as the Commission shall deem 
to be just and reasonable. 

No. 6177. Price Iron & Steel Co., Chicago, Ill, vs. Indiana Har- 
bor Belt R. R. Co. et al. 

Unreasonable rates on scrap iron from Indiana Harbor to 
Chicago. Maxima rates asked for and reparation. 

No. 6178. Kennedy, T. C., of Fairbanks, Morse & Co., Chicago. 
il. va. N. ¥. C. & H. R. et al. 

Against a refusal to refund an unused portion of a passen- 
ger ticket. Reparation demanded. 

No. — Mogul Motor Truck Co., Chicago, Ill, vs. Cc. B. & Q 
R. R. 

Against a rate of 80c on return of motor truck which had 
been sent out for exhibition purposes, and which, it is alleged, 
should have been returned free of charge, as provided in 
such cases. Reparation demanded. 

No. 6180. Board of Trade of Kansas City, Mo., vs. St. L & S 
F. R. R. et al. 

Against the present combination rates on flour and grain 
between Kansas City and Memphis, Tenn., Mississippi Valley 
and southeastern territory as unreasonable, unjust and dis- 
criminatory. Ask for the establishment of maxima through 
rates and reparation. 

No. 6181. Minneapolis Threshing Machine Co. vs. M. St. P. & 
Ss. S. M. Ry. et al. 

Alleges excessive charge on shipment of _ threshing 
machinery from Minneapolis to Winnipeg, as unreasonable 
and unjust, by reason of failure to properly protect carload 
minimum when cars were furnished different to order. Rep- 
aration demanded and the establishment of a just and 
reasonable minimum weight. 

No. 6182. Lobow, L., Tulsa, Okla., vs. A. T. & S. F. 

Excessive charges on shipments of scrap iron from Bolton 
and Caney, Kan., to Tulsa, Okla. Maxima rates asked for 
and reparation. 

No. 6183. Rea-Patterson Milling Co. of Coffeyville, Kan., vs 
Missouri Pacific et al. 

Excessive charges on shipments of wheat and wheat prod- 
ucts from southeastern Kansas and southwestern Missouri. 
being in excess of the published rate. Cease and desist order 
asked for and reparation. 

No. oe Milliken Refining Co., Vinita, Okla., vs. M. K. & T 
et al. 

Unjust and unlawful charges on shipments of petroleum 
and petroleum products from Vinita to Omaha, Neb. The 
establishment of just and reasonable maxima rates asked for 
and reparation. 

No, .> Northern Central Coal Co., Chicago, Ill., vs. Wabash 

= 4 

Unjust and unreasonable demurrage charges and orders in 
connection with the handling of lump coal at Huntsville, Mo 
Cease and desist order asked for and reparation. 

No. 6186. Mount Pleasant (Tenn.) Fertilizer Co. et al. vs 
Louisville & Nashville. 

Against a rate of $1.40 per ton on shipments of coal from 
points in Kentucky to Mt. Pleasant as unjust, unreasonable 
and discriminatory. Ask for the establishment of a rate not 
to exceed $1.10 and for reparation. 

No. 6187. Allen Bros. Co. and McCord-Brady Co., Omaha, Neb., 
vs. Philadelphia, Baltimore & Washington R. R. et al 

Against the practice of basing rates on canned tomatoes on 
an established average weight per case on No. 2 cans fron 
Baltimore, Philadelphia and Wilmington to Omaha Ask for 
the establishment of just, reasonable and lawful regulations 
and reparation. 

No. 6188. Marshall Oil Co. of Iowa, Marshalltown, Ia., vs 
Atchison, Topeka & Santa Fe et al. 

Against a rate of 22c on petroleum and products, carloads, 
from points in Kansas to Lincoln, Neb. Just and reasonable 
rates asked for and reparation. 
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No. 6189. Red Ash Coal Co. of Wilkes-Barre, Pa., vs. Central 
R. R. of New Jersey. 

Excessive, unreasonable and unjust rates on coal from Red 
Ash Colliery to Elizabethport and Port Johnston, N, J., and 
against the average plan as to demurrage charges. Asks fo 
the establishment of just and reasonable rates and for the 
extension of the average free time to twelve days. 

No. 6190. Underwood Veneer Co., Wausau, Wis., vs. Ann 
Arbor et al. 

Against unjust and unreasonable rates on wood veneer and 
built-up wood from Wausau to points in southern peninsula 
of Michigan. Demand reasonable rate and reparation. 

No, 6191. Ruddock Orleans Cypress Co., New Orleans, vs 
Louisiana Ry. & Nav. Co. and C. R. Ll. & P. 

Demand a refund of $4.56 on carload of cypress lumber and 
lath from New Orleans to St. Joseph, Mo. 

No. 6193. North American Storage Co., Paynesville, Minn., vs 
Western Express Co 

Unreasonable, excessive, unlawful and discriminatory rates 
on milk and cream from points in North Dakota to Alex- 
andria and Paynesville, Minn. Reasonable rates asked for 
and reparation. 

No. 6194. Holmes & Hallowell Co., Minneapolis, vs. Great North- 
ern et al 

Against a rate of $1.25 on anthracite coal between Duluth, 
St. Paul and Minnesota Transfer as being unjust and unduly 
discriminatory. Demand a rate of $1.20 which is the present 
intrastate rate, and reparation. 

No. 6195. Heileman, G., Brewing Co. and Gund, John, Brewing 
Co., La Crosse, vs. C. B. & Q. et al 

Against a rate of 29c on carload shipments of beer between 
La Crosse and Glenwood, Minn Demand a rate of 24.2c, and 
reparation 

No. 6196. Saginaw Milling Co. and Isbell & Co., Saginaw and 
Jackson, Mich., vs. Mich. Cent, et al. 

Against the elimination of transit privileges on dried beans 
and peas at Jackson and Saginaw, resulting in unjust rates, 
which are made up of the sums of the locals Demands 
restoration of the privilege and reparation 

No. 6197. McCarthy, A., & Son, St. Joseph, Mo., vs. A. T. & 
Ss. F 

Against a rating of two and one-half times first class on 
motorcycles in western classification from Springfield, Mass 
to St. Joseph. Reparation demanded 

No. 6198. Cameron, Wm., & Co., Inc., Waco, Tex., vs. St. Louis 
& San Francisco et al. 

Alleges charging of excessive rate on shipment of pine doo 
panels from Waco, Tex to New Albany, Miss., by reason 
of the absence of joint through rates. Cease and desist order 
asked for and the establishment of a reasonable proportional 
rate from Memphis, Tenn., to New Albany, Miss., on ship 
ments originating west of Memphis 

No. 6199. Mount Pleasont Fertilizer Co., Mount Pleasant, Tenr 
vs. Louisville & Nashville 

Against a rate of 26.4c on shipments of fertilizer, L. C. L 
from Winchester, Ky., to Mount Pleasant Ask for a rate not 
exceeding $4.80 per short ton, and reparation. 

No. 6200. Du Pont, E. I., de Nemours Powder Co., Wilmington 
Del., vs. Lexington & Eastern Ry 

Against a rate of double first class on all shipments of high 
explosives, any quantity, from Thompson’s Point, N. J., to 
points in Kentucky, as being unjust, unreasonable and unduly 
discriminatory Ask for a rate not to exceed single first class 
or such other rate as the commission may deem to be just 
and reasonable 

No. 6201. Tower Hill Coal Co., Tower Hill, Ill, and the Ed- 
wards & Bradford Lumber Co., of Sioux City, Iowa, vs. Balti- 
more & Ohio et al. 

Against the absence of joint through rates and just and 
reasonable rates for the transportation of coal, C. L., from 
Tower Hill, Ill, to destinations in Iowa, Minnesota and Wis- 
consin Ask for establishment of such routes and rates and 
of rules and regulations with respect thereto 

No. 6202. Red Wing (Minn.) Linseed Co. vs. C., M. & St. P 
et al. 

Against a rate of 20%c on linseed cake for export from Red 
Wing to New Orleans, as unreasonable and unjust. Ask for a 
rate not to exceed 16%c and reparation 

No. 6203. Southern Lumber Co., Cairo, Ill., vs. Louisiana Ry 
& Navigation Co. et al. 

Excessive charges on shipment of carload lumber from Bul- 
lion, La., to Cairo, Ill, by reason of alleged failure to obey 
shipping instructions. Cease and desist order and reparation 
asked for ; 

No. 6204. Seattle Shingle Co. et al. vs. C., M. & St. P. et al. 

Against an arbitrary of 5c per 100 pounds on shingles from 
points in Washington to Missouri River points over and above 
the coast or terminal rate, leading to unfair, unjust, un- 
reasonable, excessive, unlawful, prejudicial and discrimina- 
tory rates Cease and desist order asked for and the estab- 
lishment of the present coast or terminal rates, and that cer- 
tain of the carriers be required to establish joint rates which 
shall not exceed the terminal rates 

No. 6205. Milliken Refining Co., Vinita, Okla., 
San Francisco et al 

Against a C. L. rating of 38ec per 100 pounds, Vinita to St 
Paul and Minnesota Transfer, on petroleum and petroleum 
products Reasonable maxima rates asked for and reparation 

No, 6206. Royster, F. S., Guano Co., Norfolk, Va., vs. Atlantic 
Coast Line et al. 

Unjust and unreasonable rates on commercial fertilize 
from Norfolk, Va., to points in North & South Carolina 
Reasonable rates asked for and reparation 

No. 6207. Graham & Gila County Traffic Assn., 
Arizona Eastern R. R. et al 

Against certain commodity rates from named California 
points to points in Arizona as unjust and unreasonable 
Reasonable maxima rates asked for and reparation 

No. .6208. Same vs. Arizona Eastern et al 
Against the present class rates from Atlantic Seaboard, St 


vs. St Louis & 


Arizona, vs 


Louis and related groups and Denver and common point 
ritories to points in Arizona as unreasonable and unjust. 
for the establishment of reasonable maxima rates 

No, 6209. Pittman & Harrison Co., Claremore, Okla., vs 
Louis, Iron Mountain & Southern et al. 

Unjust, unreasonable and discriminatory rates on oats 
Oklahoma points to points in Kansas, Reasonable rates a 
for and reparation. 

No, 6211. Frye & Co., Seattle, Wash., vs. Northern Pacific 
Against an advance in the rates on green salted 
from 75c to $1 per 100 pounds from Seattle to defined 
souri and Mississippi River territory as leading to rates 
are unjust and unreasonable. Ask for the establishme 

just and reasonable rates. 
No. 6212. Omaha Packing Co., Chicago, Ill., vs. C. M 
P. et al. 

Against switching charges of $6 per car on 65 carloa 
cattle. Reparation asked for all in excess of the $2 
provided for in the tariffs 

No. 6213. Wood & Skilton, Philadelphia, Pa., vs. Sou, Ry 

Against a rate of 23%c on shipment of pine lumber 
Blythewood, S. C., to Philadelphia, as unreasonable 
discriminatory. Ask for the application of a 21%c rate 
vided for by the tariffs and reparation. 

No. 6214. Morton Salt Co., Chicago, Ill, vs. Union Pacific 

Against rate of 19c per 100 pounds on shipments of 
rock salt from Kanapolis, Kan., to Sioux City, Ia., as } 
unjust, unreasonable, excessive and unjustly discrimina 
Ask for the establishment of a rate not to exceed lik 
maxima and reparation 

No. 6215. Arbuckle Bros., New York City, vs. Old Don 
S. S. Co. et al. 

Against the payment of drayage charges connected 
the delivery of two lots of green coffee at their warel 
in Chicago, owing to alleged errors in shipping directions 
part of defendants. Reparation demanded 

No. 6216. Page Milling Co. et al. of Virginia vs. Norfo 
Western 

Against rates ranging from l6c to 13c on shipments of 
from points in Virginia and West Virginia to stations o1 
Pocahontas division of the N. & W. as being unjust, 
reasonable, exorbitant and discriminatory Ask for the 
tablishment of just and reasonable rates and reparatior 


COAL TO RAVENSWOOD 


THE TRAFFIC SERVICE NEWS BURI 
Colorado Building, Washington, D 


The question as to whether the Chicago & Nort 
western has complied with the suggestion of the Con 
mission in the Ravenswood coal rate case was argued be 
Gallaghet 


fore the Commission Thursday afternoon, M. F. 


appearing for the coal dealers at Ravenswood, who claim 
that the C. & N. W. did not comply with the order of 


the Commission when it increased the Ravenswood rat: 
15 cents a ton instead of keeping it on the Chicago swit 
ing limits’ flat figure. He pointed out that the Comn 
sion said, in its decision, that to correct the discriminat 
against Rose Hill it would not be necessary to chang 


the Chicago switching district. He said the result of 


the increase is to place the Ravenswood dealer at a 
advantage with the dealers who receive their coal 
the C., M. & St. P. tracks not more than a mile awa) 
R. H. Widdicombe and H. W. Byers contended that 
Northwestern could not do otherwise than it did, witho 
disrupting its rates for an indefinite distance. Mr. Bye! 


said that if it is a question of a joint rate from the mines 


to Ravenswood, the Northwestern is not the carrie! 
be called to account. 


WILL NOT DESTROY WRECKAGE. 


The general manager of the Pennsylvania Rail! 


has communicated to superintendents instructions pro 
iting the destruction of railroad equipment involved 
an accident causing loss of life or injuries to passeng* 
until public officials have had ample opportunity to 

amine the same. It is not intended that any such ! 
should operate to prevent the promptest possible resu! 
tion of traffic, nor that such equipment shall remain 

any great length of time along the right-of-way. 1 
company feels that it may reasonably expect public 0 
cials desiring to make such an examination to do so qu 
promptly. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributionstare welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 


SIDE DOORS ON TRUCK BODIES 


1 THE TRAFFIC WoRLD of September 27 
rations of three motor trucks in the delivery service 
Biscuit Co. of Kansas City, in which 


were given 


e Loose-Wiles 


the closed bodies. In reply 


that 


we shown side doors upon 


to question as to the conditions suggested the 


ise of doors at the side in addition to doors at the end, 


M lL. Pittman, traffic manager, informs us that both 
side and end are used for loading and that one class 
ff goods is put in the rear end through the end door 
and another class in the forward end through the side 
deo! 

There are other reasons. The bodies in this case 
are very long, and for this reason it is necessary to load 
and unload them standing alongside the dock. If they 
were turned to bring the rear door to the dock, traffic 
in the street would be blocked. Though the arrangement 


condition, yet it is clear that 
loading and unloading can be accomplished in much less 


time than if there were only doors in the rear. 


was necessitated by this 


INCREASE OF MOTOR TRUCKS 


The character of traffic on Massachusetts highways is 
constantly increasing, but is changing much more rapidly 
that it is increasing,” says the report of the Massachusetts 
Highway Commission for 1912. 
tabulation of a census at which all vehicles were counted 


This is proven true by a 
or fourteen hours a day (7 a. m. to 9 p. m.) for seven 
consecutive days in August 1909, at 238 stations, the daily 
census at each station being tabulated on a card. 

\ similar census was made again for a like period of 
time in August and October of this year (1912) for 156 
stations. 

At a few important points a count was also made at 


night, the census at these places covering the whole 


twenty-four hours. 


The figures presented are as follows: 








1909 Census, 238.5 1912 Census, 156.5 « 
Stations Stations. a 
° e E S$ & 
g 7 = as « = 
° : S ee a 
a be a = bn ° 
wo e o> bo Eu u- 
nm > we S> O82 Fe 
> 5° >a pS BO ge 
<<, 6. =” =~ C. c 
_— 
r uts $958.5 20 8.5 5,819.0 11 79 
i Z cars 7.950 TE } 27.178 19 13 
rr <r ee seers ose ° 1,800.0 2 
FEY. tn a dle se 6 96.1 29 0 54. 797.5 222.2 63 
Se-drawn ve- 
les 
light .....17.033.0 71.5 29.0 8 380.0 95 45 6 
, heavy -11,762.5 19.3 20.0 7,458.0 {17.6 14 
more horses, 
S tetesasnesece 1,006.0 4.2 2.0 556.0 3.6 1 14 
more horses, 
r oe 6,205.5 6.0 10 3,870.5 47 7 F 
Total horse-drawn.36,.007.0 151.0 61.0 20,.964.5 129.4 7 14 


of all kinds 247.1 351.6 +49 





device or method mentioned in this department. 






(The report comments on the increase in passenger 
motor vehicles and passing to the subject of motor trucks, 
says: 

“The above-mentioned figures represent a traffic count 
taken in 1909 and 1912 for fourteen days in each year, and 
from 7 a. m. to 9 p. m. on each day. 

“The total number of vehicles using the road has in- 
creased 42 per cent in three years, a notable increase in 
traffic, surely. 

“This is not the most significant feautre for the road- 
man, however. The change in the traffic is what he must 
consider and prepare for. 

“Motor vehicles have increased in numbers on the av- 
erage 131 per cent, from 96 to 222 a day; on the other 
hand, the teams have decreased on the average of 14 per 
cent, from 151 to 129 a day, making the net increase only 
42 per cent. 

“Here, again, one does not realize all the factors until 
one analyzes still further; light single-horse vehicles have 
decreased 25 per cent, two-horse light vehicles, 14 per 
cent, while heavy single-horse teams have only decreased 
3 per cent, and heavy teams with two or more horses have 
decreased only 5 per cent. 

“Equally interesting for the future may be the fact 
that while there were almost no motor trucks in 1909, in 
1912 there was an average of over 11 per station per day, 
or about 3 per cent of the total traffic in numbers and 
much more in weight. What will it be in the near future? 
That is one of the questions which must be answered, The 
increase in motor trucks between the census taken in 
August and that taken in October was notable. The av- 
erage number of vehicles at each station decreased 72 a 
day or 18 per cent, while the number of motor trucks 
actually increased 4 per cent. In one town there was an 
average of only one truck a day in August, while in Oc- 
tober there were 27. In another town there were 27 a day 
in August and 49 in October. 

“One must realize that the count is taken all over the 
state, in the country towns as well as near cities, and the 
11 trucks is merely an average at all the 156 stations. 


“On the state highways near the cities there were 
often found from 50 to 75 trucks a day, and usually 
from 15 to 30. On some roads motor trucks constituted 
over 16 per cent of the total number of vehicles and ac- 
tually outnumbered touring cars.” 

The report gives considerable attention to the matter 
of highway maintenance and influence thereon of weight, 
tires, ratio of weight to tire weights, etc. The conclusion 
is that heavy loads supported upon narrow tires, having a 
weight of over 600 to 800 pounds for each inch in width 
of the tire, “do vastly more damage to most, if not all, of 
our roads than do very much heavier loads where the 
weight per inch width of tire is less.” 

Width of the roadway is also of vital consideration. On 
roads treated with a bituminous coating heavy traffic of 
teams of two or more horses and heavy loads on narrow 
tires (in two specific instances, 50 to 75 ice teams a day) 
have caused failure. 














The report draws attention to the existence of many 
unsafe for use 
Boston-Fitch- 


bridges in the state which are absolutely 
by heavy motor trucks. One bridge on the 
burg road was practically destroyed by a 6-ton motor truck 
which went over it: 

“Many million dollars a year are being spent in this 
commonwealth to improved and provision 
should be made by law to prevent them from destruction. 
per inch width 


secure roads, 


The law should fix some maximum weight 
of tire in contact with the ground, 
“The law should also provide for the 


issuing of per- 


mits allowing heavier weights and vehicles to be moved 


upon certain designated routes under proper conditions.” 
An appendix to the report gives the number of vehicles 

in each class passing each one of the stations at which 

count was taken during the traffic census above mentioned. 





NEWARK TRAFFIC CLUB 


the largest gatherings of members turned out 
the meeting of the Traffic 


One of 


on October 6, to second fall 


Club of Newark, N. J. William H. Lough, A. M., vice- 
president of the Alexander Hamilton Institute, talked to 
the members and their friends, taking as his subject 


His address, a subject 
the 


“Why Business Attracts Brains.” 


importance to all business men, aroused 


and his address 


of vital 
strictest attention 
with hearty appreciation. 


was received by all 


The nominating committee reported the following 
ticket for year 1914: President, H. B. R. Potter; first 
vice-president, Charles Vail; second vice-president, Rob- 
ert E. McHugh: treasurer, C. W. Creighton: secretary, 
John J. Kautzmann; assistant secretary, J. L. Wesley; 
board of governors, John T. Rogers, Charles Milbauer, 
A. Preston Jump, Frank W. Smith, C. H. Gulick, R. O. 
Von Steuben and J. W. Paterson. 

As an added attraction for the fall and winter, a 


bowling league has been formed composed of two teams 
representing carriers and two teams representing ship- 
pers, and at the end of the season a suitable prize will 
be awarded the winning team by the club. 

fifth annual 


The board of governors announced the 


dinner would be held on Jan. 24, 1914. 
At a ball game played by teams of carriers and ship 


pers, members of the club, on October 4, the shippers 


won by a score of 20 to 3. 


FIBER CONTAINER ASSOCIATION 





The annual meeting of the Fiber Shipping Container 


Association was held in Washington, D. C., October 9 


and 10, 1913. Nearly every member of the association 
was present. A deep interest was shown in the annual 


reports of the officers and a great deal of business was 


transacted. 

The reports showed the association to be in the most 
healthful condition it has been in its six of ev- 
istence. The officers were complimented on the effective 
work done during the trying times of the past year and 
were unanimously and very enthusiastically re-elected. 
They are as follows: President, Thomas W. Ross, Cleve- 
land, O.; vice-president, W. W. Waldorf, St. Paul, Minn.; 
secretary-treasurer, George C. Coney, Chicago; executive 
committee, K. I. Herman,, J. L. Barchard, R. R. Richard- 
son, Chicago; James E. Fellows, Battle Creek, Mich. 


years’ 
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WILL DISCUSS ELECTRIC TRUCKS 


Electric Vehicle Association of America will hold its 
fourth annual convention October 27 and 28, at Hote] 
La Salle, Chicago. 

“Traffic Problems and the Automobile” is the subject 
of an address by Dr. E. E. Pratt, manager, Industria] 
Bureau, Merchants’ Association of New York: “The \jer 
chant, the Central Station the Electric Truck,’ F 
Nelson Carle, General Vehicle Co., New York: “El: ic 
Vehicle Salesmanship,” George H. Kelly and E. J. Bart 
Baker Motor Vehicle Co.; “The Electric Vehicle in De 
partment Store Service,” C. A. Duerr, Gimbel Bros., Davi 
F. Tobias, United Electric Light & Power Co. 

Owners and persons in any way interested in electri: 
their use for pleasure or freight traffic, ar 


and 


vehicles, or 
invited to attend the meetings. 






THAT TRAINLOAD FOR HINDE AND DAUCH. 
advertisement 


An error in composition in the of e 


Hinde-Dauch Paper Co., which appeared on the front cover 


of THe Trarric Worup for October 4, made it say 
a carload of baled straw was consigned to one of the 
Hinde and Dauch Paper Co. mills, whereas, in fact. 


entire trainload shown in the picture was so consig! 
This corrected in the company’s advertisen 

appearing last week, and, owing to conflicting statement: 

make this st 


was 
with no explanation, it seems proper to 


ment here for the benefit of readers. 


CARRIERS’ ANNOUNCEMENTS 


The Chicago & Northwestern Railway announces that 
the transaction of business 
and freight traffic is yW 
(corner of Milk street 


its New England agency for 
pertaining to both 
located at 322 Washington street 


passenger 


Boston, Mass. The staff at that office is represented 
J. E. Brittain, general agent: H. M. Cutter, traveling 
agent; C. A. Bryant, traveling agent: G. F. Carlton, so 


liciting agent; O. U. Smith, chief clerk, and R. W. King 
ston, ticket agent. 

The Goodrich Transit Co. announces freight schedule 
from Chicago, taking effect on October 13, for principal 
points upon the lakes, leaving Chicago at 6 p. m. eacl 
For Grand Haven, Muskegon, Grand Rapids, boats 
leave on Monday, Wednesday and Friday at the same 
hour. For Sheboygan and Manitowoc, on Tuesday, Thurs 
day and Saturday, for Kewaunee, Algoma and Sturgeon 
Bay, Saturday only, for Egg Harbor, Fish Creek, Ephraim 
and Sister Bay by way of Sturgeon Bay, Saturday only, and 
for Ellison Bay, Bailey’s Harbor, Jacksonport, Washington 
Island via the same route, Saturday only. For White)all 
and Montague (via Muskegon & P. M. R. R.) on Monday, 
Wednesday and Friday, and to all points on the Gran 
Rapids & Indiana, P. M., Grand Trunk & G. R. G. H. & 
M. Ry.’s on Monday, Wednesday and Friday. Fr t 
for all points is received except Sunday, fro 
a. m. to 6 p. m. 

The Charlotte Harbor & Northern Railway 
or about October 18, complete extension of 4.5 milé 
track from Bruce, Fla., to reach the Export Phosp 
Co.’s new plant at Ridgewood, Fla. Ridgewood wil 
a prepay station except on shipments consigned to E» 
Phosphate Co. 

The Maine Central Railroad announces that Emb 


day. 


daily, 


will 
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SEVEN MEN OR TWO MEN... | UNITED FRUIT COMPANY 


Steamship Service 


WHICH? Operating the only steamers sailing out of any American 
o 


port constructed specially for service inthe Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia—Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 
AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 
AT PUERTO BARRIOS — for Guatemala City and other 
“HE photographs tell the whole story of the points on the Guatemala Railway. 
Revolvator. In tiering bales high up, € The opening of the CANAL will see the greatest changes in 
even ahen were wecediare. Now tae kh & the commercial routes of the world that have ever been known, 
ve ’ . > Soe J ' and every Traffic Man owes it to himself to see it before the 
ne by two, and besides this, bales are water is turned in. 
tacked clear up to the ceiling. If you are q Take one of the big air-cooled steamers of our GREAT 
ising the old inefficient hand method, we can WHITE FLEET this summer and go to Panama. You will 
educe your labor bill by 50 to 75 per cent, enjoy every moment of the trip. 


nd increase your warehouse capacity. Ask Our illustrated booklets tell the whole story. Ask any TICKET 
our booklet T. W. 18, “Scientific Tiering.” or TOURIST AGENT for a copy. or write to we 


. M. HARTMANN, Western Passenger Agent 
N. Y. Revolving Portable Elevator Co. 444 Commercial National Bank Building, Chicago, Ill. 


364 Garfield Ave. 15A Jersey City, N. J, 131 State Street, Boston, Mass. 17 Battery Place, New York, N. Y 
Pier 5 North Wharves, Philadelphia, Pa. Pier 1 Pratt St., Baltimore, Md. 
626-630 Common Street, New Orleans, La 


Philadelphia-New Orleans Transportation Co. 


BETWEEN 


PHILADELPHIA——-CHARLESTON NEW ORLEANS 


New 4,000-Ton Freight Steamers “A. A. Raven,”’ ‘‘Ruby,”’ “Robert M. Thompson”’ 
Every Ten Days Low Insurance Rates 


Regular freight service between points in Seaboard Territory, via Philadelphia and New Or- 
leans and Baton Rouge, Bayou Sara, Monroe, Shreveport, Lake Charles, Meridian, Natchez and 
points in Arkansas, Louisiana, Mississippi, Oklahoma and Kansas as shown in published tariffs. 


CONNECTIONS. 


At PHILADELPHIA—With Baltimore & Ohio R. R., Pennsylvania R. R., Philadelphia & 
Reading Ry., Baltimore & Philadelphia Steamboat Co. and Trenton Transportation Co. 

At NEW ORLEANS—With Louisville & Nashville R. R., Louisiana Railway & Navigation 
Co., Frisco Lines, New Orleans & Northeastern R. R., New Orleans Great Northern R. R. and 
Texas & Pacific Ry. 


. B. DOWDY, Traffic Manager, JAMES W. ELWELL @ CO., Managers, 
Pier 19, North Delaware Avenue, Philadelphia, Pa. 17 State Street, New York, N. Y. 
. L. LANE, Agent, : 
Pier 19, N. Delaware Ave., Philadelphia, Pa. | W- G. HEWITT, Soliciting Freight Agent, } 
. F. KNIGHT, General Agent, 217 East Baltimore Street, Baltimore, Md. 
j JERNEGAN, Agent” Landing, New Orleans, La. | ¢ . GOODRICH, General Eastern Agent, 
Foot of Cone Street, Charleston, S. C. | of Creer, ow Yor, B..¥- 
- H. JACKSON, General Agent, | J. J. KLINE, Traveling Freight Agent, 
1019 Bessemer Bidg., Pittsburgh, Pa. | Shreveport, La. 
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Me., has been closed as a freight and passenger station. Wanted—Man thirty-four years of age, with both 
This is located on the Kineo branch of the Maine Cen- railroad and industrial experience, desires position jn 
tral and freight can only be accepted for that station CHARGE OF TRAFFIC. Thoroughly qualified by training 
with charges prepaid. and experience to handle every feature of indust al 
traffic work. Address G. B.-96, Traffic World, Chicago, [1] 

Se 
POSITIONS WANTED OR OPEN Excellent opportunity for manufacturing or mercantile 

concern, particularly mail order firm, to procure services 
of an OFFICE MANAGER AND CORRESPONDENT. 

POSITION WANTED—Have had years’ of executive’ ‘Thoroughly familiar with every feature of traffic wor 

experience with important railways as assistant general nine years’ experience in actual railroad service. Ph, 
freight agent, general freight agent and general freight pomenal success in profitable collection in freight loss 

























and passenger agent. Have also been traffic manager and damage claims. Past four years office and traffic 






and purchasing agent for industrial concern, resigning that manager of large mail order house. Address G-62. The 
position to become secretary-treasurer and sales manager Traffic World, Chicago. 





of another, which position I now hold. Want change of 
location because of family and would accept position as 
TRAFFIC MANAGER FOR INDUSTRIAL COMPANY 
where thorough knowledge of traffic and U. S. and Cana- 
dian customs regulations would be of value, or would 
















ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 








accept railway position with part outside work. Good 
record, good habits, good health and no small children 
and would accept moderate salary to start. C 164, The 
Traffic World, Chicago, Il. 
SS 
WANTED—Competent, efficient young man to take 
charge auditing department short line railroad; must 
have had executive training; also initiative, in order to 
handle every feature of the work. Students, Dopers or 
Boozers not considered. Inclose ample references in 

























Former member of the Department of Justice as 
Solicitor of Internal Revenue 





















interstate Commerce Litigation 
a Speciality 


first letter: say with whom you have seen service; state 
age, how soon could report, what salary wanted, what 


size family. Address X. Y. Z, care Traffic World, Chicago. 

























Type A—$3.50 


Efficiency In F iling 


Type B—$3.50 





How many waste motions are 
made in fastening papers together? 

What is the loss in time, and 
what is the actual cost and waste 
per month at a single desk, when 
ordinary clips are used ? 

We have experimented, and know the 


Insert Papers—Slap costs are so large that they prove that the 
Knob—They Fasten savings from introduction of a device that 


will fasten the paper with one motion and no additional cost for ma- 
terial, will more than pay for the fastener in a few weeks. 


Try one yourself—stop fussing with messy clips or pins, that clutter up the desk and are always getting out of 
stock. Get this handy, well-built machine, and use one direct motion instead of three or four. Save time and temper. 


Order one now, and get the benefit yourself, and you can see how much of your clerks’ time you. 
can save by equipping your office. 


Specify Type A or B, as Shown Above 


BOONE SUPPLY CO. (Not Inc.) 
4440 Evans Avenue Chicago, Illinois 
aioe. eSEE THE PRINCIPLE =m 
: One Move 
Cuts a hinged tongue from the paper itself, 


Bends it back and ineerts it in slot, 
Where it locks securely. 






















































Oct 


October 18, 1913 THE TRAFFIC WORLD 


THE BOOK SHELF 


Conference Rulings Bulletin No. 6, 8x11 inches 
Federal Regulation of Railway Rates—Albert N. Merritt 
Supplement No. 3 to 18-A—Photographic Reproduction, 8x11 inches. .. . 
Railroads, Ripley 
Freight Classification—J. F. Strombeck.. ua2 - 
Decisions of the Interstate Commerce Commission—First 23 Vo.umes 
Complete, Uniform Binding 
Railroad Freight Rates, with Maps, Tables, etc., Explaining the Present 
Rate System and Its Evolution; McPherson 2 
The Working of the Railroads—What They Are—What They Do and 
How They Do It; McPherson 1 
Transportation in Europe—Transportation Conditions in Europe, both 
Rail and Water, Carefully Analyzed; McPherson 1 
When Railroads Were New—A History of the Early Railroads of the 
Country and of the Men Who Built Them; Carter............... . 2.16 
Studies in Rate Construction—Just out—Curran 5.00 
Commission Regulation of Public Utilities—A compilation and analysis of 
State and Interstate Public Utility Laws — National Civic Federation 8.50 
Interstate Transportation, Covering All Phases of the Subject, both 
Legal and Practical; Barnes. 6 
Railroad Traffic and Rates—The Development of Rate-Making, and the 
Keeping of Freight and Passenger Records, Carefully Treated; John- 
son and Huebner i 
Regulation Valuation and Depreciation of Public Utilities—Wyer.... 5. 
Pierce’s Digest—Covering the Period from February 4, 1887, to January 
1, 1908; E. B. Pi 
Lust & Merriam’s Digest—Covering the period from January 
to July 1, 1912..... 
Proceedings 23rd Annual! Convention National Association of Railway 
Commissioners, including all State Laws Regulating Public Utilities. . 7.50 
Proceedings 24th Annual Convention .. ' 
Problems in Railway Legislation—Haines . 
Compens ation for Injuries to Workmen—( New) 2 Volumes, 1670 pages 
—Boyd— 
mone on Carriers—A Practical Treatise on the Law of Carriers of Goods, 
assengers, Live Stock, etc.; D. C. Moore.... ........2....eeeeces 6 .30 
Nellis on Street Railways—1911 Edition. An Up-to-date Treatise on 
the Laws Relating to Street Railways 
Street Railway Reports—Gives the Decisions in the Federal and Courts 
of Last Resort of All the States, from April 1, 1903, to 1906 
The above, continued, two volumes per year. Per volume 5 .00 
Railroad Administration—With Numerous Charts and Folders; Morris. 2.15 
American Railway Transportation—A Hand-book of Information Upon 
All Phases of Railroading; Johnson 1 
The American Transporta on Question—Rates, Service, Financial Re- 
turn, Valuation, Efficiency, Discrimination, etc., Analyzed; Dunn... 1.60 
The Life Work of Edward A. Moseley in = Service na Humanity— 
Morgan . . +e 2 
Lowrey’s Map of Chicago ‘Switching District. 
Ocean and Inland Water Transportation—Johnson 
Elements of Transportation—Johnson 
Railroad Reorganization—Daggett 


If you don’t see what you want or if you wish more detailed information write us 


THE TRAFFIC SERVICE BUREAU, CHICAGO 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices befcre the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
4410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law 


Suite 956 First National Bank Bldg., 
Chicago, Il. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
a specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 


233 Broadway, New York 


H. Earlton Hanes 


Attorney and Counselor at Law, 


418 and 419 Colorado Bldg., 
Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com. 
merce Cases. 


B. G. Dahlberg 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Spe 
cial attention given to rate and interstate com- 
merce cases. Competent corps of traffic experts 
in connection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 
526-28 Wells Bldg., Milwaukee, Wis. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


Luther M. Walter 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


John S. Burchmore 


1¢ 


— 


As a Friend of THE TRAFFIC, WORLD, please Mention the paper in writing to attorneys. 





‘THE TRAFFIC WORLD 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre,,Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 


Huguenot Express Co. 
NEW YORK, N. Y. 


624 West Thirty-sixth St. Prone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from 
out of town a specialty; up-to-date facilities for storage 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bldg. Carload distribution to all rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 
western and Pacific Coast points. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Umsurpassed facilities’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer ané 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO, 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended te. 
Ingurance, 18c. Track eonnections. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS $e Traffic Club of New England, Bos- 


The National Industrial Traffic League. In charge of traffic industries located 


ton. T. E. Byrnes, Pres.; m. 
Brown, Secy. 


Object—The object of this league is at Sterling and Rock Falls, Ill. The Transportation Ciub of Cincinnati. 


to interchange ideas concerning -traffic W. P. Benson 
matters, to co-operate with the Inter- " 

state Commerce Commission, state rail- W. J. Burleigh 
road commissions and transportation Ww. 

companies in promoting and securing 

better understanding by the public and 


President C, W. Poysell, Pres.; J. H. Anderson, 
Vice-President Secy. 


Secretary-Treasurer The Transportation Club of Loulsvilla 
Traffic Manage2r E. L. Roederer, Pres.; S. J. McBride, 


Secy. 
The Transportation Club of Toledo. E. 


the state and national governments of the Memphis Freight Bureau. L. R. D. Ryan, Pres.; J. 9. Marks, Secy. 


the needs of the traffic world; to secure Donelson, Pres.; 


. G, Thomas, Vice- the Traffic Club of Newark. John T. 


proper legislation where deemed neces- Pres.; James S. Davant, Commissioner, Rogers, Pres.; J. R. Cooke, Secy 
’ *? ° ie ’ . 


sary, and the modificationof present M hi ; 
laws where considered harmful to the aenpom,, Tyan 
free interchange of commerce; with the 


The Traffic Club of Seattle. Roger D. 
Pinneo, Pres.; P. B. Miller, Secy. 


view to advance fair dealing and to The Transportation Club of Detroit, Mich. 
promote, conserve and protect the com- TRAFFIC CLUBS Sidney A. Jones, Pres.; W. R. Hurley, 


mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. Cor ie Landes, 


Secy. 


National Federation of Traffic and Trans- Transportation Club of San Francisco. J 
J. V. Zartman, Pres.; F. Burgin, Pres.; Theo. H. Jacobs, 


Secy. 


Officers. The cothe Transportation Association. The Railroad Club of Kansas City, Mo. 


Ray F. 
J. M. Belleville, President, Secy. 


lark, Pres.; H. BE. MacNiven, J. N. Stroud, Pres.; Claude Manlove, 


Secy. 


G. F. A., Pittsburgh Plate Glass Co., The Traffic Club of New York. A. F. The Traffic and Transportation Club of 


Pittsburgh, Pa. Mack, Pres.; C. A. Swope, Secy. 


Birmingham. A. W. Carey, Pres.; H 
H. Knight, Secy- 


H. G. Wilson, Vice-President Brooklyn Traffic Club (Inc.). H. L. Wil- T 
Comm’r, Transportation Bureau otf lard, Pres,; C. I. Darcy, Secy. Teck Prees a fechas’ tone ee 


Commercial Club, Kansas City, Mo. The Spokane Transportation Club. Chas. Salt Lake Transportation Club. C. J. 


Oscar F, Bell, Secretary-Treasurer, W. Colby, Pres. 


MeNitt, Pres.; R. E. Rowland Pane 


T. M. Crane Co., 836 South Michigan The Traffic Club of Chicago. Guy S. Traffic Club of Milwaukee. m, 


Ave., Chicago, Ill. McCabe, Pres.; W. H. Wharton, Secy. 


O’Connor, Pres.; C. C. Lloyd, Secy. 


David P. Chindblom, Assistant Secretary The Traffic Club of Dallas, Tex. TT. E. Transportation Club of Lima, O. Lloyd? 


5 North La Salle St., Chicago. 


P. Sherrick, Pres.; D. L. Rupert, Secy.- 


Jackson, Pres.; G. 8S. Maxwell, Secy. 
Treas. 


The Traffic Club of Philadelphia. Harry Grand Rapids Traffic Club, Grand Rapids, 


National Implement and Vehicle Assocla- nes, Pres. ; 
tion. W. J. Evans, Freight Traf. Mgr., secy. 


American Trust Bldg., Chicago, Ill. The Traffic Club of St. Louis, Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 


Treas. 


Northern Pine Manufacturers’ Associa- The Traffic Club of Pittsburgh. FE. C. I 
tion. H. S. Childs, Secy., Minneapolis.  Sattley, Pres.; D. L. Tie Ae 


W. Summerfield, Mich. Chas. H. Lilley, Pres.; James 


Bale, Secy. 

Transportation Club of Peoria. R. M. 
Field, -Pres.; A. 8S. Howells, Secy. 

Traffic Club of Cleveland.- D. F. Hurd, 
Pres.; W. V. Bishop, Secy. 

Pa. Edwin H. Bre- 


Wells, Secy. villier, Pres.; M. W. Bismann, Secy 


Sterling The Transportation Club of padisns gees Los Angeles Traffic Association, Los An<« 
Manufacturers’ and Shippers’ S. S. Shambaugh, Pres.; L. EB. Stone, _geles, Cal. E. §. Blair, Pres.; C. E. 


Association. Secy. 


- Cline, Secy.-Treas. 
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THE TRAFFIC WORLD 


Ready Today 


Commission Regulation 
of 
Public Utilities 
A Compilation and Analysis of Laws of the Different 
States and of the Federal Government for 


the Regulation of the Railways and 
Other Public Utilities 


BY 
THE NATIONAL CIVIC FEDERATION 


1300 Pages 300 Topics S000 Paragraphs 


All Carefully Indexed 


All Topically Cross Referenced 
All Logically Arranged 


EDITION LIMITED 


Plates Destroyed 
Better Order Today 
Delivered Price $8.50 


The ‘Traffic Service Bureau 


Sole Distributors 
418 So. Market St. 508 Colorado Bldg. 
CHICAGO WASHINGTON 
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